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Shops Notes at Bloomington. 


To THE EDITOR OF THE RAILROAD GAZETTE ° 

The new shops of the Chicago & Alton Railroad at Bloom- 
ington, Ill., are remarkably complete and well arranged. 

In the principal shop, the tools are grouped at one side, 
and the pits, of which there are 18, at the other. Over the 
tools is a traveling crane running the entire length of the 
shop and capable of lifting two tons. Over the centre of the 
shop is another traveling crane, which handles 5 tons, while 
over the pits are two traveling Yale & Towne cranes which 
have a united capacity of 45 tons. Each of these latter 
cranes has two trollies, and independent lifting chains, thus 
enabling a locomotive to be suspended from four points. The 
cranes are so arranged that they can be used independently 
of one another, and at different points in the shop. When 
used together to lift an engine, the method of driving is ar- 
ranged to enable both cranes to lift and travel. and traverse 
at the same speed. 

These cranes pick an engine up bodily from the wheels, and 
drop it on the blocking or take it from end to end of the shop 
in four minutes. A finished boiler is taken from the boiler 
shop, carried the whole length of the shop, and dropped into 
place on the frames in 10 minutes. 


Sufficient space for erecting the frames, cylinders, etc., of 
a new engine is provided between each pit, so that all the pits 
can be used for repair work. When the new work is com- 
pleted, it is picked up by the crane, set over the pit, the boiler 
placed in position and the finished engine is ready to leave 
the pit in three days. Thus as a building shop, the capacity 
is 86 engines under way at once, while as a building and re- 
pair shop, its capacity is 18 new engines under way, and 18 
repairing over the pits. The boilers are finished in the boiler 
shop, that is, the dome, bell, sand-box, running boards 
throttle, gauges, cab-plate, cab, etc., are fitted there, so that 
little work remains to be done after the boiler is placed in the 
frames. 

The shop is heated in a novel manner. 


The stationary en- 
gine exhausts into a large boiler. 


A large fan draws air 
through the flues of this boiler and discharges the heated air 
into a conduit running under the whole length of the shop, 
from which, at intervals of 20 ft. raised registers open into 
the floor. 

Among the new tools are a double-headed slotter for frames 
and a large milling machine designed by Mr. William Wil- 
son, the General Master Mechanic of the line. This machine 
is capable of taking in work 6 ft. wide between the housings, 
and is built by Bement, Miles & Co., of Philadelphia. It is 
used for valve seats, steam-chest joints, rods, wedges, etc. 
This machine is put to a novel use, as by means of a head 
fitted with tools, it machines the surface of the saddle on 
which the smoke arch rests. 

The parts of all recent engines are absolutely interchange- 
able, and the template system is very complete. 

As an instance of this, it may be mentioned that Mr. 
Wilson had several engines built after his templates at a con- 
tract shop, while his new shops were building. One of these 
had a cylinder, guides, ete., knocked off in a collision. A 
cylinder and guides, made at his shops, were put in place, 
the only holes reamed being those through the frame and 
cylinder which had suffered from the collision, the belts used 
being stock bolts. The guides, voke, etc.. went into place 
with no reaming, and the engine was detained less than two 
days. So correct is the template system that in putting 
cylinders together, either one may be turned end for end, 
and the holes come absolutely fair. 

Ten crossheads are planed up at a time, the end cross- 
head having a hardened steel template bolted to its end, 
which is of the finished size of the end section of the cross- 
head. Thus the planer hand cannot spoil work, as he cannot 
plane too small, for the template would break the tool point. 
Thus he is compelled to bring the cross-head to the exact 
size of the template. The crossheads are all cast iron, a 
%-in. piece of wrought bar running through each wing, and 
being riveted over with a deep head at each end. In several 
cases, where a crosshead has cracked clear across, the engine 
has made several hundred miles. the crosshead 
together by these rods. 

Every two years all main and side rods are taken from the 
engines, treated in a special furnace to a low red heat, and 
buried in lime to anneal them. The result of this and the 
wrought-iron rods in the crosshead is that a broken side or 
main road, or a broken cylinder head has never occurred 
under Mr. Wilson’s management. 

The template system is extended to boiler work, each sheet 
being cut to a solid template, and punched through steel 
bushed holes in the template. Every detail down to a dome 
casing, cylinder casing, throttle lever, etc., is made to a tem- 
plate. The great value of this may be seen when an engine 
coming in with a broken crosshead goes out with a new one 
in three or four hours. The wedges and shoes are scraped to 
a light solid template when in place in the jaws, the driving 
box to another, and though no scraping or fitting is done 
after this, the driving box goes into place with a correct fit. 
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The transfer table is handled by a wire rope running the 
whole length of the shop, and ‘driven by the stationary en- 
gine. The same rope gives power toadrum in the centre 
and below the surface of the table for pulling out engines. 

All bolts for engine work, new or repaired, are turned up 
to solid steel templates, to which the reamers are kept to size. 
Thus in either new or repair work, it is only necessary to 
obtain the bolts from the stock room, and the corresponding 
reamer from the tool room, the fitting of bolts to reamed 
holes in work being unheard of in this shop. 

FRANK C, SMITH. 


Track Problems. 
PITTSBURGH, Pa., Aug. 24. 1885. 
To THE EDITOR OF THE RAILROAD GAZETTE : 

In your issue of Aug. 21, 1885, you put the question: 
** Would I seriously propose for a rolled girder of uniform 
section, 100 ft. long, to be supported and requiring support at 
10 poinis, to scatter those supports at irregular distances 
apart, greatest at the middle and growing less toward the 
end for its entire length 

Now. this question cannot be answered, because you do not 
state what the loads are: and if the loads were given, the an- 
swer would depend on the object to be attained by the regular 
or irregular spacing. Assuming, however, that yon merely 
intended to enlarge the scale and conditions from a 30 ft, 
beam (the rail having, asa rule, 16 supports) on to a 100 ft. 
beam, for che purpose of also enlarging some supposed de- 
fects in the reasoning on the spacing of ties, my answer 
would of course be the same, for reasons indicated in former 
communications. Multiplying an equation with some factor 
does not change the relative values or results. 

Had, however, the question been complete, in the form of 
a proposition in applied mechanics, stating the loads, 
whether uniform or concentrated at regular or irregular 
distances, moving or fixed, whether the beam is anchored 
down on all bearings or not, or giving the special conditions 
of a rail and its loads; and that the problem shall be to find 
the distances of supports for which the respective maxima of 
positive and negative bending moments in every span and 
above every support, and the deflections, shall be the same: 
then I should be inclined to question the seriousness of your 
proposition, if you should really expect the answer to be, that 
the distances of supports should be alike, or that the supports 
should be closer together at the middle of the rail. 

Again be it said, that mathematical analysis is of little use 
in giving the actual strains in a rail on yielding supports, but 
that it may guide good practice. 

Should not every engineer be imbued with the first prin- 
ciples of good reasoning, that correct conclusions must rest on 
correct premises 7 That where correct premises cannot be 
had, he must try to get them as nearly correct as possible / 
Particularly bridge-men appreciate the importance of it (the 
trite controversy, for instance, between mathematicians and 
engineers on the merits and demerits of continuous framed 
girders all turns on that issue). 

Now, it may be supposed that a bridge-man may have at 
least as good a judgment on the conditions of a rail and of 
the track as the average roadmaster or track engineer, A 
bridge-man has frequently to do with track on bridges. If 
his opinion differs from that of the roadmaster, he is simply 
on the other side of the question, and when he regards a cer- 
tain thing worth a trial, to get facts, it may surprise him to 
meet the @ priori presumption, that the trial is not worth 
making, particularly from a critic who presents as a fact his 
best recollection and belief, that bent rails released from the 
track are as straight as an arrow. Before accepting the 
fact, I would suggest the collection of results and tests on 
that point from different railroads: then we may get some 
facts worth knowing. 

The editorials on broken track joints (Jan, 30-Feb, 20) re- 
ferred to, though professing to be without bias, really argue 
jn an able and subtile manner the merits of broken joints, es- 
pecially as regards the comfort and sensations of the traveler, 
the importance of which, no doubt, every one will appreciate. 
The facts on which the arguments are based are represented 
by a railroad plébiscite in favor of broken joints, by virtue 
of which the array of details on rail deflections, on safety, on 
cost of maintenance, on durability of rails and splices, ete. 
under stated conditions, became seemingly unnecessary. 

Of the conclusions reached only the fifth (lateral stiffness 
of track, and reached without discussion) is of technical in- 
terest. The other conclusions leave the question, for the en_ 
gineer, precisely where it was before. 

For the traveler, broken or even joints may be a matter of 
taste. Some like the even chuck-a-chuck of even track joints, 
asmore musical and keeping better time: it has even been set 
to music. 

Others may prefer the roar over broken joints, as better 
inducing sleep. The most competent opinion on that might 
have been obtained from travelers themselves on different 
roads. Perhaps there might have been many. like myself 
voting for both, because liking a change once in a while. 

Without wishing to detract anything from the metaphysica 
merits of broken track-joints, I believe that no one can form, 
a decision on the technical merits of the same without also in- 
vestigating the claims and technical merits of even joints. 
Without desiring to commit myself to one side or the other, 
I have incidentally pointed out, in my former communica- 
tions, what line of argument the advocates of even joints 
may present. Further than that, Iam not concerned. Tam 
willing enough to abide by either even or broken joints, so 
long as they are safe and smooth-riding. 

I beg further to state that I have said nothing in favor of 
loose car-wheels ; I agree with you in objecting to them. 

G, LINDENTHAL, C. E. 


| son’s house at Marion. 
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Master Mechanics’ Association. 


The following list of subjects for discussion and of the com- 
mittees appointed to report on each subject at the Nineteenth 
Annual Convention of the American Railway Master Me- 
chanics’ Association has been issued : 

1. Improvements in Boiler Construction. Comimittee— 
George W. Stevens, William Fuller and T. J. Haswell. 

2. Standard Driving-Wheel Centre and Standard Section 


of Tire. Committee—J. N. Lauder, Jacob Johann and H. N. 
Sprague. 


3. Driving-Wheel Brakes: to what extent is their use ad- 
visable, and the best method of application ? Committee—J. 
Davis Barnett, H. A. Whitney and F. M. Wilder, 

4. Balance Slide Valves. Committee—Charles Blackwell, 
James Meehan and E. M. Roberts. 

5. Best Material and Form of Construction for Locomotive 
Guides and Crossheads. Committee—A. J. Cromwell, Will- 
iam Swanston and A, Becket. 

6. Best Plan of Removing, Cleaning and Refitting Flues. 
Committee—C, Hackley, A. W. Sullivan and G. H. Prescott, 

7. Shop Tools and Machinery. Committee—D. A. Wight- 
man, A. J. Pitcain and F. B. Miles. Two associate members 
were appointed to read papers on this subject, Messrs. John 
A. Coleman, of Providence, R. T., and Robert Grimshaw, of 
New York, 

8. Hammer-Blow Test of Locomotives. Committee— 
William Woodcock, Thomas L. Chapman, Coleman Sellers, 
Angus Sinclair and N. E. Chapman. 

The appointment of the following committees of the Asso- 
ciation is also announced : Committee on Boston Fund and 
Printing and General Supervisory Committee—J. Davis Bar 
nett, William Woodcock, Jacob Johann, George Richards 
and J. H. Setchel. 

Standing Committee on Subjects—James M. Boon, T. B. 
Twombley and B. W. Bushnell. 

Committee of Arrangements for the Nineteenth Annual 
Meeting—J. N. Lauder, George Richards and H. L. Leach. 








President Roberts’ History of the South F ennsylvania 
Sale. 





Mr. (George B. Roberts, President of the Pennsylvania 
Railroad Co., was called upon Oct. 2 to testify before the 
Master in the suit brought by the Attorney General of Penn- 
sylvania to enjoin the transfer of the South Pennsylvania 
road. Mr Roberts’ evidence is reported substantially as 
follows : 

On being requested to give the date when he spoke to 
any one about securing control of the South Pennsylvania 
and the Beech Creek roads, and to state what he knew about 
the transaction, the witness said : 

‘* The first time i was ever spoken to on the subject was, 
I think, about three years ago, when Mr. Twombly and 
Reon Barnes, of New York, called at my office and told me 
they had a charter for a road to cover the lower tier of coun- 
ties. They asked me where they could secure arrangements 
with the Pennsylvania Railroad Co. for an interchange of 
business in case the line was built. They were anxious to 
have the line constructed as a feeder to the Pennsylvania. 
I told them we would be glad to have an understanding with 
them. and would do all we could in reason to aid in the con- 
struction of the road. They wanted to make a traffic agree- 
ment at once, and I told them I did not think it would be the 
policy of the Pennsylvania Railroad Co. to enter into such 
an agreement until there was some assurance that the money 
could be raised for the consummation of the project. 
agreed, however, to look at a contract if they submitted one. 


They did so, but on account of certain objectionable 
features the agreement was rejected. That was the 
last I heard of it until it assumed the shape of a 


line west from Harrisburg, and connecting with the Reading 
Railroad Co. I was called upon several times: by parties 
representing themselves as subscribers to what was said to 
be a syndicate to build the South Pennsylvania Railroad, I 
declined at that time, stating that I thought the project was 
one requiring too much money for the Pennsylvania Rail- 
road toembark in. I heard no more of it until August of 
last year, when I met Mr. Vanderbilt at Saratoga. He ex- 
yressed a desire to withdraw from the South Pennsylvania 

ilroad scheme. He was anxious to sell out his interest in 
railroads in Pennsylvania, and desired to know whether the 
Pennsylvania Railroad Co, was willing to negotiate with 
him. Isaid to him that we were approaching a time when 
something should be done to inaugurate a change in the 
trunk-line business, which was then affecting the entire busi- 
ness of the country. Subsequently, Mr. Twombly called to 
see me and discussed the subject in a general way, and 
we parted without any further progress beyond the 
mere discussion of the question. Mr. Vanderbilt had told 
me that he was desirous of withdrawing from active 
connection with all his roads in Pennsylvania, but did 
not wish to dispose of interests. He desired the Penn- 
sylvania Railroad to control the properties. Nothing 
occurred except in a general way, until I was visited by 
General Magee in reference to the Beech Creek Railroad. It 
was about March, 1885. I told him that I thought he had 
better turn over the Beech Creek road to our interest. He 
was willing todo so providing his interest in the Pine Creek 
could be protected, and I told him I thought an arrangement 
of that kind could be made satisfactory. I told. him at the 
time that I thought it would be better for the Pennsylvania 
Railroad Co. if it took the South Pennsylvania in connection 
with the Beech Creek. Subsequently he went over to New 
York, and, after seeing other interests there, telegraphed me 
that he did not believe an understanding could be reached on 
the basis we discussed, and that hedesired to withdraw. That 
telegram I received in April.” 

Mr. Roberts then told of several 


interviews which had 
taken place‘regarding the matter. 


One voecurred at Mr. Thom- 
Those present were General Magee 
and Messrs. Twombly, Thomson and Roberts. 

‘Mr. Twombly wanted to know,” ‘said Mr. Roberts, 
‘‘ whether our company would demand that all the South 
Pennsylvania securities would have to be delivered, or 
whether we would be content to take a portion of them. We 
said we would be satisfied to take 60 per cent., but if all 
parties desired to transfer their interest we would take the 
whole. We agreed upon his suggestion that bonds of the 
Bedford & Bridgeport road guaranteed by the Pennsylvania 
Railroad Co. would be satisfactory security for the 3 per 
cent, The Beech Creek matter came up next. Mr. Twom- 
bly said he would undertake to deliver 60 per cent. of the 
Beech Creek interest to any corporation we would indicate, 
provided they got 4 per cent. securities, and the Pine Creek 
and the New York Central were to have all the traffic they 
reasonably expected to get by the construction of the line. 
Messrs. Vanderbilt and Magee had said that the object of the 
construction of the Beech Creek road was to give a bitumi- 
nous coal traffic to the New York Central by a connection 
over the Pine Creek road. To that we assented.” 

‘* What advantage do you expect to derive from this ar- 
rangement for your lines ¢” 





‘The interest to the Northern Central to acquire the Beech 
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Creek road as a feeder of coal traffic was such as to require 
very little discussion in enabling us to realize the advisability 
of the project.” 

‘* Later on the Saratoga meetings had been held. The gen- 
eral result of several interviews was the determination to 
carry out the oe, which was that the Bedford & Bridge- 
port Co, should issue debenture bonds for $5,600,000, and 
that the interest and principal should be assured by a guaran- 
tee of the Pennsylvania Railroad Co.” 

‘* Would you have entered into negotiations for the South 
Penn alone, or was it your intention that the transfer should 
include both the South Penn and Beech Creek roads ?” asked 
Attorney General Cassidy. 

‘** At no time had I made up my mind that the interest 
which I represented would demand that these two properties 
should go together,” replied Mr. Roberts. 

As to the securities issued, President Green, of the Bedford 
& Bridgeport Co., a leased line of the Pennsylvania, was 
examined : 

He presented the receipt of J. Pierrepont Morgan for the 
Bedford & Bridgeport bonds, which he said on the previous 
day he had taken to New York Aug. 24. He said in answer 
to questions of Mr. Cassidy that he was holding this receipt 
for the Pennsylvania Co., although no one had told him to 
doso. He had taken the securities to New York under in- 
structions from Vice-President Thaw, of the Pennsylvania 
Co. The Bedford & Bridgport Co. was to receive the stock 
and bonds directly from the South Pennsylvania, and the 
Pennsylvania Uo. was to retain certain stock of the Amer- 
ican Construction Co., as there was a question as to the right 
of a railroad wor yng | to hold it. fie said that as Presi- 
dent of the Bedford & Bridgeport, his purpose in the negotia- 
tions was not for the purpose of aiding the Pennsylvania 
Railroad Co. His only connection with the transaction was 
as President of the company, except so far as he was inter- 
ested in the improvement of a property in which the Penn- 
sylvania Railroad Co. was largely interested. 








Standard Baggage Car, Pittsburgh, Cincinnati & St. 
Louis Railway. 





The accompanying illustrations represent the standard 
baggage car adopted by the Pittsburgh, Cincinnati & St. 
Louis Railway. The chief peculiarity of the car consists in 
the fact that it is built so as to be easily converted into a 
combined mail and baggage car, or a combined mail, bag- 
gage and expresscar. The posts are so formed that they 
can be easily altered to serve as door posts in the manner 
shown in detail on the large illustration. 

The floor frame, including sills, stringers, cross timbers, plat- 
forms, upper deck frames and corner posts, are the same as 
for the standard passenger car. The trucks are also the 
same as used on the standard passenger car. The car is 
fitted with the Janney coupler. 

When arranged as a plain baggage car, the car weighs 
36,500 lbs. empty. The combined baggage car, mail and 
express car is about 1,500 Ibs. heavier. 

The materials used in the car are as follows : 

















Name. Kind of Wood. 
En~ braces ...... ... ... . Oak or ye'low pine. 
eee Oak or yellow pine. 
Corner posts.. .. Ash 
End door... .. -Ash. 
Sisge door .. ... Ash 
tS hEM Gil ua er liaiin: Sak aigeich-anhh cones eemaineiace baneeeee Ash 
Window heads ...Ash 
Window sills . Rahesameemcasa PE oe ee 
EE MINI ew ss swab sinisa' pods sachsans oe mabe eae Ash 
Rak le ans A Fo nkig oo. aecachals aieee tedden rene Oak or ash. 
SNC aiecck Sc nadasebekwehsoadaxacienss scesean dsegusmaah’ ak 
RTRs fitnceh cthss wuaksiews Wales al ladinic. <medicnibeceuh hk Sckkanons Oak 
IE SIE carci nc timonnisced avacesahecamenks. ot Yellow pine. 

Pid Shh dw nes DAARReEWaK Ke ne Seetenswes cae Yellow pine. 
Dine MAN EMG ae nC ammdne d seca Gece eaten Hickory. 
PiaeCnss. 6 ‘en cekes i neheen Cemeeaue . Ash. 


..Pine or poplar. 
Pine or poplar. 
Pine or poplar. 


RE ee a ee re eae Ash, 
NE I or ha) ants aos jacnaalekaneesesentee ca Poplar. 
PE I i os cava. ces ous. 06 00 roomessecdeeane Poplar. 
ae hal, ENE AEC ChS Sedbeanaembes wines sacaee Oak 
MII Pa siaisncivacys ha reene wees. < “be saN GU TOa Sais coda usagieaden .Uak. 
NE ha tnluainleninn Gast Ate GnadeMbiasnawsanel abed Oak or ash. 
SE Sata Sates WIDCMRSINS «Se sla eres oialansinl cio saekseimets Yellow pine. 
Ds ahi Meindl eatnds: (ncabanekaaes. slip: oae@eaanwen a Yellow pine. 
IIE 5.55 nipcRiicraciciel cate nad eu 04.4.ocismone osu Yellow pine. 
NUNN s0ss6, cad aces etek athe st0qrbe. aceainsnerbesusaneces Oak. 
MIEN Snicikas <ncceves samaceacs sci teta senecctécdasse Yellow pine 
RN aka cea cal mens Wndan i ne ccevaseucnes conn Yellow pine. 
RE SIN irdicsscacn.¢sus) lumi waeiew alice elnidddceswiend Oak or ash, 


The following is a short specification of the mail compart- 
ment : 

Letter and paper cases and closet to be made of ash, filled 
and varnished inside and outside. 

All slides in letter case, including top row, to be fitted so 
they can be taken out and reversed. 

Tables to be made of cherry and varnished. 

Top sash of window to drop; lower sash stationary. 

Every other deck sash to open for ventilation. 

Sides of car to be grained in oak from floor to lower deck. 

Upper and lower deck to be painted white and varnished. 

All doors and drawers to have lock plate, so they can be 
fastened with mail locks. 

Lamp in letter case to be on a block, and movable, so that 
position can be changed as needed. 

Rubber pad A (in. x 6in. x %¢ in.) to be let in flush with 
top of table. 

Coal box to be lined with No. 18 galvanized iron. 

Ax and saw to be shellacked. 








Curve Resistance as Affected by Length of Train. 





In a recent paper before the American Society of Civil En- 
gineers on ‘* The Proper Compensation for Railroad Curves,” 
by the late W. R. Morley, Chief Engineer of the Northern 
Division of the Mexican Central Railway, a sliding scale of 
grade-reduction for curvature was advocated, on the theory 
that curve resistance per ton increases with the length of the 
train, as follows: 

On grades of level to 0.7 per cent., compensation 0.06 per 100 
ft. per degree of curve. 

On grades of 0.7 to 1.4 per cent., compensation 0.05 per 100 ft. 
per degree of curve. 


e 
On grades of 1.4 to 2.0 per cent., compensation 0.04 per 100 ft. 
per degree of curve. 


In the following discussion Mr. Wm. H. Searles advanceda 


mathematical theory for the nature and amountof this excess 
of resistance per ton due to length of train, reaching the final 
conclusion that the difference was much smaller than Mr. 
Morley’s figures indicated, but assuming in his opening that 

here was and must be such an effect, in the following 
language. 


‘* 1t has been pretty well ascertained by experiment, as well 
as proved by theoretical considerations, that for one car 
moving on a curve, the resistance of the curve varies in- 
versely as the radius. Not so, however, when we consider a 
train of cars ; for, in addition to the sum of the resistances 
of the cars taken singly, we experience a resistance due to 
the angle existing between the cars on a curve. The tractive 
force, therefore, at the head of a train on a curve, must in- 
crease more rapidly than the number of cars added to the 
train, in order to maintain uniform motion. 

‘*T propose to discuss the nature and amount of this incre- 
ment to the resistance on curves. Suppose a train of cars 
equal in size and weight, and all equally loaded, moving on a 
curve at a uniform velocity. The last car develops a certain 
resistance, due to friction, to grade, and to curvature, which 
resistance we may denote by p,, expressed in pounds per 
gross ton of the car load. 

‘*The next car ahead develops the same amount of resist- 
ance on its own account, but the force applied to it in itsown 
direction must be equal to this resistance, plus the resistance 
of the rear car multiplied by the secant of the angle between 
their directions.” 

Mr. Searles then went on to develop a formula for the extra 
curve resistance. 

The fact that there was any such effect from mere length 
of train was disputed, however, and the following discussion 
ensued : 


Mr. A. M. Wellington conceived that the theoretical dis- 
cussion of the problem offered was vitiated throughout by a 
fundimental error in the premise on which the mathematical 
reasoning was based, the error consisting in applying pro- 
cesses which are only correct for statical forces, or mere 
stresses, to dynamic energy or power proper. It is not true 
at all, or, if true, it is a fact which must be proved and not 
assumed, that ‘‘ we experience a resistance due to the angle 
between the cars on a curve in addition to the sum of resist- 
ances” normally existing on the curve, simply because *‘* the 





force applied to (the second car from the rear) in its own 
direction must be equal to (its own) resistance plus the resist- 
ance of the rear car multiplied by the secant of the angle be- 
tween their directions.” Force, i. e., statical stress, is one 
thing; resistance, i. e., destruction of dynamic energy, is 
another and quite a different thing. We cannot reason away 
energy with a parallelogram of forces, but must prove where 
and how, if atall, it is lost by additional friction. Asa mat- 
ter of fact, if the reasoning given below be correct, the state- 
ment is not even true of the statical tension upon the draw- 
bars; but whether this be so or not, the tension on draw-gear 
constitutes the mere vehicle for transmitting the power de- 
veloped by the locomotive to the points where frictional re- 
sistances are to be overcome, and it is needless to say that no 
mere losses of moment from obliquity of traction, or from 
unfavorable leverage, or any detail whatever in a machine of 
any kind for the transmission of power from its source to its 
point of application, can either add or take away a single 
foot-pound of energy. It is, no doubt, entirely pertinent to 
prove (1) that obliquity of traction disturbs the direct trans- 
mission of power by producing lateral resultants and other- 
wise, and (2) that additional frictional resistances are there- 
by caused which increase the demand upon the locomotive, 
or foot-pounds of work required per foot passed over by the 
train. But to assume such loss on the first ground only, with- 
out proving the second, is simply begging the question. It is 
taking for granted not only what has not been proved, but 
what in all probability cannot be proved; for it is all but cer- 
tain that the centripetal force caused by obliquity of traction 
is, so far as it has any effect at all,an advantage. For there is 
a force far exceeding the centrifugal force at highest work- 
ing speeds, which tends to crowd, and does crowd, the slow- 
est moving trains against the outside rail, however high the 
elevation, causing rapid flange-wear of the outside rail, and 
wholly preventing flange-wear of the inner rails. This 
force is the tendency of all rectangular wheel-bases, whether 
the wheels be coned or not, to roll in or near toa straight 
line; the truck being caused to follow the curve by a strong 
centripetal flange-pressure. In so far, therefore, as the late- 
ral resultant at the coupling points amounts to anything 
(comparatively, it is a mere trifle), it must, as stated, be an 
advantage and not a disadvantage. 

It is for these reasons, not really essential to prove, what 
nevertheless is believed to be the case, that the method of 
analyzing the statical strains at the coupling points is not 
sound. 

In the figure let the lines O O P represent the axes of two 
successive cars moving in either direction; P P, the two 
coupling-pins, and L the coupling-link. Let the lines S repre- 
sent in magnitude and direction the tensile force acting upon 
the link and tending to rupture it. As a matter of course, 
these forces S are equal to each other, and it would be in- 
teresting to see by what process they could be resolved into 
forces acting along the axes of the cars without making the 
latter alsoequal. As a matter of fact, it is thought to be 
perfectly clear from the above that they are so equa]. The 
losses of tensile force from car to car occur at the center-pins 
O of each car, and not at the coupling-points P. The tension 
on the front end and back end of the draw-gear of any given 
car is always different by the amount of the frictional re- 
sistances of that car; but the longitudinal strains, parallel 
with the respective axes of the cars, on the rear of the draw- 
gear of a forward car and the frort end of the draw-gear of 
a rear car, are always equal to each other in magnitude, 
although different in direction by the amount of the angle 
between the axes. That is tosay, the diminution of tensile 
force from car to car is internal to each car, and not at all 
at the coupling-point. Thus, any reasoning based on the as- 
sumption of such loss of tensile force at coupling-points must 
fall to the ground ; since in no sense whatever is it true that 
‘** we experience a loss of force due to the angle existing be- 
tween the carson a curve,” whether the word ‘‘ force” be 
taken to mean dynamic energy in foot-pounds, as it should 
and must mean to prove an increase in curve resistance ac- 
cording to Mr. Searles’ discussion, or simply as another term 
for tension on the draw-gear. 

Wm. H. SEARLEs : It is not now necessary to prove that a 
force acting at an angle with the direction of motion of the 
body which it moves, acts at a disadvantage. Each car is con- 





strained in its direction by the track, and the car ahead of it 
ona curve must transmit more force to keep up uniform 


motion than if the traction was exerted in the line of the rear 
car. Granted that the resistance is applied at the centre pins 
of the trucks. Then the car must overcome those resistances 
while moving in its own direction. The moving force is 
derived from another car moving in another direction, and 
to overcome the same resistance it must be greater as the 
angle is greater. The effect of the “lateral resultant” has not 
been taken into consideration by me for the reason stated by 
Mr. Wellington, that ‘‘ comparatively it is a mere trifle.” 
The discussion might have considered each truck instead of 
each car, but I could not see that this more minute analysis 
would have any special advantage. 

The illustration of the coupling-pins does not affect the 
case. As given, it is simply the case of a chain of links lying 
at reston the surface of a movable pulley. But each car is 
an independent vehicle, having its own direction and develop- 
ing its own resistance; hence the view I have taken seems 
to be correct—and there is a loss of tractive force at the 
a, se Foor exactly equal to what is required to produce 
the lateral resultant. 

Mr. Wellington, in reply, was unable to perceive that Mr. 
Searles’ addition to his discussion has done more than to in- 
tensify, perhaps, the original difficulty, as seems clear from 
his opening sentence. As respects any static stress, it is, of 
course, “‘ not now (or at any time) necessary to prove that a 
force acting at an angle with the direction of motion of the 
body which it moves acts at a disadvantage,” but that is ‘‘not 
necessary to prove,” before taking it for granted without 
proof, that there isan actual dissipation of the energy of a 
prime mover on account of ‘tangles in the direction of motion 
of the bodies which it moves,” seems a curious proposition, in 
view of the incessant and innumerable changes, both in the 
magnitude and direction of static forces, which are produced 
in handling power through almost every form of mechanism. 
It may be further added that whether the illustration of the 
coupling-pins is or is not ‘‘ simply the case ofa chain of links 
lying at rest on the surface of a movable pulley,” hardly 
seems a pertinent fact to adduce as an answer to a discus- 
sion; the point being rather to show, not what the 
diagram is or is not, but whether it correctly rep- 
resents and discusses the forces actually acting in 
the given case, and if not, why not. That the addendum 
does, however, correctly describe what the diagram is, may 
be admitted, since the transmission of force from car to car 
through a train on a curve is, in fact, I conceive, a precise 
mechanical parallel to the transmission of power by a rope 
or chain over a pulley; the rope being the string of car 
bodies, and the car wheels the pulleys. The fact that the 
pulleys are carried by the rope itself, instead of in a block 
exterior to it, is a mere detail not affecting the mechani- 
cal conditions. In either case the loss from such transmission 
is simply the friction of the pulley. Conceive a chain made 
of successive links, each carrying a pulley wheel and being 
dragged over a large cylinder, or succession of cylinders, 
large or small. Conceive further, the rope to be so long and 
the friction of the pulleys so great that the whole power of 
the prime mover is consumed in keeping the chain in motion 
at uniform speed. We have here, 1 submit, a perfect me- 
chanical parallel to a train inmotion on a curve, the only dif- 
ference being that the resultant of all the forces acting on the 
wheels does not, in case of a railroad train, lie exactly 
(although it does nearly) in the plane of the wheels them- 
selves, whereas in the case of the pulley wheels it does. But 
wherein any ‘‘ resistance” arises at the coupling-points from 
‘* change of direction,” or obliquity of traction, or from any 
other source than the friction of the pulleys proper, seems 
not only difficult to see, but an evident impossibility. It is, 
of course, true that the resistances of the rear pulleys would 
tend to press each pulley in advance more tightly against the 
surface, and so produce greater friction in the pulley itself 
than would otherwise exist; and similarly in the case of a 
railroad train itis entirely pertinent to prove that a lateral 
centripetal force is produced by obliquity of traction, so that 
the resultant of all forces does not lie in the plane of the 
wheel, and that this fact produces greater friction. The lat- 
ter, however—the only possibility pertinent to discuss—Mr. 
Searles himself states, is so trifling a cause for friction that 
he did not deem it necessary to even consider it; and, for 
reasons already adduced, it seems probable that in so far as 
it has any effect it is a beneficial one, tending to reduce the 
grinding flange-wear which is exclusively contined to the 
outside rail. 

CHARLES E. Emery: I find I cannot agree with both of 
the gentlemen, but I will attempt to point out briefly the 
error of Mr. Searles’ position in a somewhat different manner 
from that employed by Mr. Wellington. 

Mr. Searles assumes that the angle between the cars on a 
curve increases directly the tractive forces, whereas, in fact, 
such angles merely modify the friction and thereby affect 
the tractive forces in at least a secondary degree. 

The connecting rod of an engine, if five times the length of 
the crank, brings at times a lateral strain on the guides of 20 
per cent. of the effective pressure on piston; but 20 per cent. 
of the pressure is not lost—only the friction caused by the 20 
per cent., or, say, on oiled surfaces, 2 per cent. of 20 per 
cent., or ji, of 1 per cent., and this much only momentarily 
at two points in the revolution. So in the train of cars the 
tractive forces are not increased from the rear as the secants 
of the angles between the cars; but the traction simply pro- 
duces centripetal forces measured by the tangents of the 
angles named, which act almost precisely like the super-eleva- 
tion of the outer rail, and which, therefore, under certain 
conditions, and perhaps in portions of the length of every 
train, actually diminish instead of increasing the tractive 
force, but which, when super-elevation is already sufficient, 
may cause a slight increase of pressure and consequently of 
friction on the inner rail. Mr. Searles acknowledges that 
Mr. Wellington is right in stating that the effect of the lateral 
resultant is ‘‘ comparatively a mere trifle.” If so, when it is 
considered that this lateral resultant is all that causes the 
resistance discussed, and really modifies but does not always 
increase the friction, cannot the supposed losses so elaborately 
urged by Mr. Searles be called not ‘‘ comparatively a mere 
trifle,” but really insignificant ¢ 








TECHNICAL. 





Locomotive Building. 
The Rogers Locomotive Works in Paterson, N. J., last 
week delivered a six-wheel shifting engine to the Naugatuck 
Railroad. It is said that these works have taken a contract 
to build 35 consolidation freight engines for the Louisville & 
Nashville road. These engines are to be of standard gauge 
in anticipation of the coming change of gauge of the road. 

The Baldwin Locomotive Works in Philadelphia this week 
delivered a locomotive to the new Sinnemahoning Valley 
road. 

The Louisville & Nashville shops in Louisville, Ky., re- 
cently completed four passenger locomotives, with 18 by 24 
in. cylinders, and 66 in. drivers. They are to run between 
Mobile and Montgomery. 


The Car Shops. 


The Ensign Manufacturing Co. in Huntington, W. Va., has 
taken a contract to build 200 box and 100 flat cars for the 





Louisville, New Orleans & Texas road. 
A reduction of 10 per cent. in wages was made at the Pull- 
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Mail Catcher. 


man Car Works at Pullman, IJ., on Oct. 1. This naturally 
produced great discontent, and there has been considerable 
talk of a strike. 

The Haskell & Barker Car Co. in Michigan City, Ind., is 
building 200 box and 100 flat cars for the Louisville, New 
Orleans & Texas road. 


Bridge Notes. 
The Phoenixville Bridge Co. in Phoenixville, Pa., has taken 
the contract for an iron bridge in Shenandoah, Pa., on one 
of the streets of that town. 

The Keystone Bridge Co. in Pittsburgh has taken a con- 
tract for an iron bridge over the Licking River between 
——-_ and Newport, Ky. It will have two spans of 167 

. each. 


Iron and Steel. 
Winona Furnace in the Hocking Valley region in Ohio has 
= into blast. It is owned by the Columbus & Hocking 
alley Coal & Iron Co. Bessie Furnace, belonging to the 
Se: is being a and made a start up. 
It is said that steel works are to be built in Huntington, 
West Va., to make nails chiefly. 
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making 30 tons of iron a day. 
| The new Bessemer steel plant of the E. & G. Brooke Iron 
| Co. at Birdsboro, Pa., was recently started up. The con- 
| verter is of 1-ton capacity. 


Manufacturing and Business. 
Arrangements are in progress to establish a factory to make 
Price’s frogless switch, illustrated, and described in our issue 
for Sept. 18 last. The factory will probably be located in 
Pittsburgh. 

The Westinghouse Air Brake Co. has lately completed 
large contracts for air brakes for the freight cars of the Cen- 
tral and the Union Pacific roads. A new contract has just 
been made to furnish 1,000 sets of the automatic freight car 
brakes to the Northern Pacific road. 

The Liemke Railroad Signal Co. has been organized at 


patents. 
The E. Horton & Son Co., of Windsor Locks, Conn., has 
received an order for a chuck which will be, when made, the 











Pennsylvania Furnace in Centre County, Pa., is in blast, | 


Waterloo, [ll., to make electric signals under Liemke’s | 
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STANDARD BAGGAGE, MAIL AND EXPRESS CAR, 


Pittsburgh, Cincinnati & St. Lovis Railway. 


driving wheels and will be made according to patents lately 
issued, with two complete sets of gearing and six jaws. 
The Rail Market. 

Steel Rails.—The demand is active, and several large orders 
have already been placed for 1886, most of the mills being 
unable to take any heavy orders to be delivered before the 
close of the present year. Quotations are firm at 330@31 
per ton at mill, and from present appearances there is no 
probability of a break in prices. 

Rail Fastenings.—Quotations remain unchanged at 1.90 
cents for spikes in Pittsburgh ; 2.40@2.80 for track-bolts and 
1.60@1.70 for splice-bars. An increasing demand is re- 
ported. : - 

Old Rails,—The market for old iron rails is more active, 
and quotations are from *17@318 per ton at tide-water. Old 
steel rails are quoted at $17@318 per ton in Pittsburgh, with 
a short supply. 

American Society of Civil Engineers. 
The American Society of Civil Engineers held a_ regular 
meeting at the rooms in New York, on Wednesday, Oct. 7, at 


largest in the world, It will be used for holding large engine | 20 o'clock (8 p, m.).. Mr. Edward B. Dorsey read a paper on 
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INDICATOR DIAGRAMS FROM 


the Operating Expenses of English and American Railroads, 


being a supplement of the paper presented by him at the 


annual convention, and a discussion followed the reading. 

At the business meeting, held June 25 last, during the 
session of the last Annual Convention, the following resolu- 
tion was adopted: 

** Resolved, That the President be authorized to appoint a 
Committee, to consist of 7 members of the Society, which 
Committee shall be instructed to consider the matter of mak- 
ing such changes in the organization of the Society as may 
be desirable in connection with the subject of local engineer- 
ing societies or clubs and of sections or chapters of the So- 
ciety: also to take into consideration the future policy of the 
Society in relation to the admission of branches of engineer- 
ing not now generally represented in the Society; and that 
the Committee be authorized to confer directly with the mem- 
bers of the Society and with local organizations; the Com- 
mittee to report the information obtained, and conclusions, if 
any, reached.” 

Under the provisions of this resolution, the President has 
appointed the following Committee: A. M. Wellington, J. J. 
R. Croes, Charles Macdonald, New York; Charles Paine, 
Cleveland, O.; O. Chanute, Kansas City, Mo.; William Met- 
calf, Pittsburgh, Pa.; and William H. Bradley, Boston. 


All Tron Street Railroad Track. 
The Metallic Street Railway Supply Co., of Albany, N. 
Y., hasa contract for the construction of the Greenbush 
Street Railway, from Greenbush to Albany, Messrs. An- 
drews & Clooney, of New York, contracting to supply the 
iron work, The system used is Gibbon’s patent, exclusively 
metallic, dispensing with the spikes, bolts, joivt-plate and 
knees now used, as well as the timber of four parts; the rail, 
longitudinal sleepers, tie-rods and wedge-key. The flange is 
brought up above the web or girder of the rail, so that the 
flange has a firm and uniform bearing on the sleeper. The 
web or girder of the rail is slotted and drops into the guides 
in the sleeper, so that the wedge-key, when driven through 
the slots in the sleeper and the slot in the rail, locks them to- 
gether and makes them as one piece. The rails, although 
locked together, are separate, and consequently have power 
to move in the space allowed for expansion and contraction 
without detriment to the alignment of the track. The heads 
of the transverse tie-rods, after passing through the slots in 
the sleepers, lock themselves to the sleepers: not only tying 
— tracks firmly together, but accurately gauging the track 
aiso, 
Chignecto Ship Railroad. 
The contracts for the construction of the Chignecto Ship 
Railroad across the isthmus between Northumberland 
Straits and the Bay of Fundy have been closed. It will be 
about 20 miles long, and its estimated cost is $5,000,000. 
The Canadian government has agreed to grant a subsidy of 
$172,000 yearly for 20 years. ey 
Testing the Weight of a Locomotive’s Hammer 
Blow. 


At the last annual Convention of the Master Mechanics’ 


Association, the President was authorized to appoint a Com- | 
mittee to confer with a similar Committee of the Franklin | 


Institute, to investigate and determine the amount of the 
alleged ** hammer blow” of a iocomotive driver. 
The Association appointed the following gentlemen : Wil 


liam Woodcock, Central, of New Jersey; Thomas J. Chap- | 


man, Chesapeake & Ohio; Coleman Sellers, of Messrs. Wil- 
liam Sellers & Co.; Angus Sinclair, and F. W. Dean, Dick- 
son Manufacturing Co. 

The Franklin Institute has appointed on its committee 
Prof. P. H. DudJey, of the Dynagraph Car; Theodore N. 
Ely, Pennsylvania Railroad; Prof. S. W. Robinson, Pro- 
fessor Mechanical Engineering Ohio State University and 
Bridge Inspector to the Ohio Railway Commission; Edwin 
Longstreth, Baldwin Locomotive Works, and Thomas Shaw, 
Philadelphia. 

The Committee held its first meeting in Philadelphia, Sept. 
24. Thomas Shaw was elected temporary Chairman, and 
F, W. Dean was appointed Secretary. Onmotion of Cole- 
man Sellers the plans presented for determining this ques- 
tion were considered, and referred to each member for con- 


“EL GOBERNADOR,” 


CENTRAL PACIFIC RAILROAD. 


sideration and report, after which the Committee adjourned, 
subject to the call of the Chair. 

Mr. Shaw is engaged in designing a device by which he 
hopes to show definitely the amount of the downward stress 
driving wheel running at high speed. 

Consumption of Valve Oil on Locomotives. 
The following report of consumption of valve oil for locomo- 
tives was recently made by Master Mechanic George F. Wil- 
son, of the Minneapolis & St. Louis road, to the Vice-Presi- 
dent of that company. The three locomotives named are em- 
ployed in running passenger trains between Albert Lea and 
Angus, Ia. 








-——-—— June .—— _ ——July.-—— 
Pints Miles per Pints Miles per 
ge oil pint. Mileage, oil. pint. 
No. 13.. 36 i) ¥. 756 36 76 
BO. 24.... s. Bene 32 116 2,754 16 172 
Pee Ge ink cans 1,850 30 63 2,754 40 69° 


Locomotive No. 14 was equipped with the new sight-feed 
cylinder oilers manufactured by the Nathan Manufacturing 
Co., of New York. The other engines were not so equipped. 

Test for Leather for Belting. 
A writer in the Revue Indus'rielle proposes the following 
| simple test : A small piece of the leather is placed in vinegar. 
If it has been properly tanned it will remain for several 
months without any other change than becoming of a little 
darker color. Otherwise, the fibres will promptly swell, and, 
after a short time, be converted into a gelatinous mass. 





Electric Motors on the New York Elevated 
Roads, 
Several trials of the Daft electric motor have been made on 
the Ninth avenue line of the Manhattan Elevated Railroad 
in New York, with fair success. The motor, however, is not 
yet ready for daily use on the road. 
Car Couplers. 
The Dowling Automatic Car Coupler Co,, whose coupler was 
one of the 12 selected by the Executive Committee of 
the Master Car-Builders’ Associatiation at Buffalo, re- 
ceived recently several orders, and is now in negotiation 
with several well-known companies for its adoption. Mr. 
Hylas Sabine, formerly Commissioner of Railroads of Ohio, 
has been appointed General Agent of the company, and will 
| have his headquarters in Columbus, O. Mr. Sabine is a gen- 
tleman of much experience and has a wide acquaintance 





We gave in our issue of Jan. 18, 1884, a description of 
El Gobernador,” the latest monster of the Central Pacific 
| Railroad, which appears to be as yet the most powerful en- 
gine in the world, even the 


| 

**Decapod ” being slightly below 
> > . 

| it. We have recently received from Mr. A. J. Stevens, 

| General Master Mechanic of that road, the indicator diagrams 

| presented herewith. He says, in an accompanying note, 

| cosas cea BARE SORT ma e 

| - ; 

| 

| 

| 
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Table of the Leading Dimensions of the Largest Engines‘of the World. 


or blow on the rail produced by a badly balanced locomotive | 


[OCTOBER 9, 1885 


that ‘‘ the diagrams were taken from the above-mentioned 
engine when she was working on the road. Cards Nos. 1 
and 6 were taken when she was right down to her work, and 
at the speed she usually runs—working with nearly full 
throttle. The other cards were taken on a nearly level 
track—the engine running with light throttle. At the time 
the cards were taken she was running with rather small ex- 
haust nozzles, and she did not exhaust her steam as freely as 
she should have done ; still I think the cards are pretty 
2 0d.” 

The speed of the engine varied from 614 to 12 miles per 
hour, as shown in the tabular summary given in connec- 
tion with one for the Norfolk & Western diagrams, elsewhere 
given. There is an appearance in the diagrams of imperfect 
admission, but comparison will show that this is rather be- 
cause the initial pressure is unusually high than that the av- 
erage during admission was unusually low. It is also neces- 
sary to remember, in looking at the diagrams, that the cylin- 
der of ‘‘ El Gobernador ” is of the enormous size of 21 x 36 
in., so that cutting off at ‘‘ 8 in.” or ‘12 in.” means a very 
different thing from what it usually does. 

It will be seen from the diagrams that the highest average 
indicated pressure (115 lbs. in No. 6) is not quite up to what 
the somewhat smaller monster, the ‘‘ Mastodon” type of the 
same road, has given in practice, 124 Ibs, The difference, 
however, may be a mere chance, and the pressure actually 
obtained means that 


‘El Gobernador” developed the enor- 
.mous tractive force, so far as the cylinders were concerned, 
of 32,039 Ibs. (278.6 Ibs. per pound of average pressure). 
This amounts to just 39 Ibs. more than one-fourth the weight 
on the drivers, and as it was taken with full throttle, mini. 
mum speed, five-sixths cut-off and nearly full boiler pressure, 
it represents about the very utmost that the cylinders can do 
under the most favorable circumstances. 

‘* El Gobernador™ was described in our issue of Jan. 18, 


1884. Its leading dimensions are as follows : 

Diameter of cylinders....... Sr ete 21 in. 
See Ce eT TT ree 36 in. 
Diameter of driving-wheels .. ae 57 in. 
DE URN cles. . suvendouacasseaaes 19 ft. 7 in. 


‘otal length engine and tender ra oes 
Total weight of engine, ready for service. 
Weight of tender without coal or water.... 
Weight of water in tank (3,600 gallons).... 
Weight of coal.............. tideetl setabianves ...... 10,000 Ibs. 
Total weight, engine and tender, fully equipped..... 226,650 Ibs. 
I ONIN sb bsngnaniccke disée 6: sthheacvacdes 128,000 Ibs. 
The valve-gear is of a special type, designed by Mr. A. J. 
Stevens, and described in part in the issue above referred to. 
Its most striking peculiarity, perhaps, is the rapidity with 
| which it opens and closes, remaining in the meantime almost 
stationary. 

An interesting comparison may be made between this 
engine and the ‘* Decapod,” described in our issue of May 1, 
1885, the two engines being of almost precisely equal power 
| and weight, but with noticeable differences of detail. We 
also add berewith a table of the largest engines of the 
world, reproduced from our issue of Jan, 18, 1884, adding 
the *‘ Decapod.” 


ee secens 65 ft. 5 in. 

Soneese 146,000 Ibs. 
50,650 Ibs. 
30,000 Ibs. 








Indicator Diagrams, Norfolk & Western Railroad. 

The diagrams below show the result of a series of tests 
made under the direction of Charles Blackwell, Superintend- 
ent of Motive Power of the Norfolk & Western Railroad, to 
illustrate the effect of various patterns of exhaust pipes and 
nozzles on exhaust steam and on the draft. 

The locomotive from which the diagrams were taken was a 
Consolidation, of the type illustrated in our issue of May 15 
last, having 20 x 24 in.Scylinders and 50 in. drivers. The 
last two diagrams, however (No. 6), will be seen from the 
high speeds to have been taken from a passenger engine. 
which had 18 x 24 cylinders, with 68 in. drivers. 

The general results of the tests, reasons for which in de- 
tail can be seen below and on the diagrams themselves, 
were: 

1. Free steaming with double nozzles could not be obtained 
unless openings were reduced to 31< in. diameter. 

2. Equally good results were obtained with single nozzle 
about 414 in. diameter, in combination with a stack liner or 
interior shell, to give a better form to the smoke-stack, as 
shown and described in the Railroad Gazette of May 15. 

3. The best results were obtained by a single nozzle about 
43, in. diameter, placed 35 in. below the jtop of the smoke 
box, and inclosed in a wire basket attached to the under side 
of the wire netting, as patented by Mr. A. J. Cromwell, Mas- 
ter of Machinery, Baltimore & Ohio Railroad. No liner in 
the stack was then required. 

Diagrams No. 1 show the amount of back pressure due to 
the use of 8 in. double nozzles, with which size the engine 
steamed fairly well when the flues were clean and everything 
in good order, the coal being fresh ‘‘ run of mine” soft coal 
The exhaust steam did not fill the stack ; each jet of steam 
would blow up its own side of the stack, leaving about one- 
fourth of the stack area on which the exhaust did not act. The 





St. Gotthard 


| Baldwin Loc. °1 = 70 State Gt. East'n 
Central ’ ‘ > Northern Suritker 
| Works f Cent, Pac ‘gi (Switzer 7 re), (England). 
} Pac. —a ac. lana). (France) ng 
A 1G . Consoli- Eight Eight ul. 
I MODS 5s 5 5 crica nous ot50. 60 weenie { gd Decapod. | Mastodon. Gntkon. connected. connected . pe we 
Cylinder, diam. and stroke, in...:.......... 21 x 36 22 x 26 20 x 30 20 x 24 | 2044 x 24 a 0 : 58. ‘ 
RO UNE MIR ca ac. acacia nec cues canst kd 57 45 56 49 46 -505 | 85,300 
Weight on drivers, IbS............000..00005 128,000 128,000 102,700 97,000 114,240 117,505 ’ 
Tractive force per lb., average pressure i a 
cylinders, 108 )s..-.ctess tersee cces-ceee-| 978.6 279.6 226.4 196.0 218.4 mS | = 
Maximum boiler pressure, Ibs, per sq. in. .| ......- ...)seeeseeee ne 35 ; ae ee on ee 
arattnes aebeiie. ..00.. x: per 84: 10 ft.'7 in. i6 fk. 1114 in, 5 ft.9 in.) 14 ft. (12 ft. 9% im, /13 ft. 36 in.|15 ft, 9 in. 
Weight on rails per foot of driving-wheel es 
eg eile te dpe at ies 7,560 | 6,517 | 6,920 em. | 8,841 | 5,416 
| | | ) 
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3° DOUBLE NOZZLE ° No. 1 
° ROE See TO a —— a 
3 6 i 12 15 —_ : >RESSUF | aa 
120 Hs CRS Bi, tie Peles Bek, eee eR COREL CRE PRR, SN DY Sea : 2 ‘ [ 120 
40 BOILER PRESSURE=135 LOE. es ~ SPEED = E : S110 
100/— - - -- 400 aie a 100 
7 | are ri 2 5 2 IN 4TH $ #0 
go } {THROTTLE OPEN — SPEED = 14 MILES PER HOUR 80 THROTTL OPEN 0 — ‘ 80 
70| 70 m= ‘ 70 
°| = 60 ; 60 
2} 7 50 50 
NY 40 40 
of} ai 80 30 
o SC /20 20 
. 110 10 
21 18 15 12 9 6 3 BY) 12 15 ce 12 9 6 3° 
81.2 Ibs 79.6 Ibs. 68.6 Ibs. 65.2 Ibs. 
Diagrams No. 1, 
3$ DOUBLE NOZZLE 
oe 3 6 5 12 15 18 21 
| AiG OEsn) Saas 19 RL. (AE: wea oe . LD ta | : 7 140 3 6 9 12 5 2 No 2 
— BOILER PRESSURE = 140 LBS. se0 30 x ae. : - 15 16 at 130 
= ae ee ’ EF e Ss 
120° 120 120 BO! PRESSURE = 140 LBS, 120 
M10} =11.2 MILES PER HOUR 110 110 { 
100|—14 4100 199 
= 90 90 
wil | 2 
o| f |so se 
70} V4 \70 70 
| o| “i 60 — 
| 50 { SO 50 
: 4 i. 40 == 
\ 74) \ 
| ba. J 30! 
! t= Y 20 ees 
SS ie Bo 20 Seen ane ome 
\ — < \ 
\ 10 
{ < ee ae 1 eS io 
| 2 io 15 12 rs 6 3 be 16 7” — ” ° 
109.4 Ibs. 103.9 lbs. 87.6 lbs. 86.6 Ibs. 
Diagram No. 2, 
4}"SINGLE NOZZLE 
3" 6 9 12 15 18 21° == No.3 
ised 3 i = 2a 15 ; 18 21 96480 3 6 5 190 
o~ — “ OE an, TE AP Hi 49 ° ea 
20 i2 120 \ BOILER PRESSURE 140 LBs 120 
BOILER PRESSURE = 140 LBS i10 110 }f\—— or SPEFO = 19 MILES PER HOUR Os i ERS wm: Ltd 
‘i c ov \ ee. — 
= SPEED = 10.5 MILES PER HOUR 100 100° ait ates ROBE east ed 
= N 1 bee en —_—— 
20} i ae gO 90 FHAOTTE “2. OPEN 1 LEVER IN-BTH NOTCH f ~~ 90 
\ co «co Sl Ow 80 
o\ Fat 70 70 a = 70 
o-\ 60 60 Sj tao 60 
ae 4 
50 50 50 S — 50 
40 40 40 ra 40 
\ _ ss! 
o\. 30. (3 a — ™ 30 
= | 2 ne ae 
- Se ae a a 20 20 20 
SS }10 10 10 
2 is 15 12 9 6 3 21 18 15 12 9 6 6 
87.3 Ibs. 86.5 Ibs. 43.6 Ibs 47.3 Ibs. 
Diagrams No. 3. 
4£°SINGLE NOZZLE 
3 —, ee = a a . ee 
130 ~L— — 130 R ‘ 
| im 7 6 2 12 15 18 21 No.4 
; = eae : . pang {20 
2 120 120 1 T ! 
| BOILER PRESSURE 4 . SOILER PRESSURES 740 (Ba - | 
is THROTTLE + OPEN 110 110 20H v n 4i10 
10 SPFEN—11.9 MILES PER HOUR 100 100 100 
90 90 90 





THROTTLE ~- OPEN 

















70 70 
© 60 co 
50 50 
40 40 
30 3 30 
20 20 
10 10 = 
" 21 rT) 15 12 9 6 3 2 18 15 12 $ 6 3 
102.2 lbs 100.0 lbs. 64.1 Ibs. 62 9 Ibs, 


Diagrams No. 4. 
4}"SINGLE NOZZLE 


3 38 a 12 4165 18 21 
—, = 2 


255 oa 6 : 2 No.5 
_ : }+-——+ = a . 130 3 6 9 12 15 18 1 130 
TROMLEP PRESSURE = 120 LES, | | 78 an [Ns — an ‘ih 

12 aE | REET He 120 1 ara RE=14 So { 
1 SPEED—11.3 MILES PER HOUR _ APS: EB om 110 110 SPEED SaUALES PERTIOUI 4 | 110 
1 1 100 100 100 
: i 90 90 LEVER IN BT NOT 


L RIN HN CH 
ROTTLE WIDE OPEN 
80 THROTTLE \ 
30 

















6 2 Ibs 78.2 Ibs. 79.22 1bs. 79.2 Ibs. 
Diagrams No, 5, 


4¢ SINGLE NOZZLE 
BOILER PRESSURE =.135 LBS. 
9 12 16 










6 
aes) i 5 FAR Soe aS -430 
—TGRADE=68.54 FT PER MLE aon 


BOILER PRESSURE = 





__ SPEED =32.7 MILES PER HOUR _— RM <= 






















ees ig ee) i LEVEL STRAIGHT 7 110 
| = 100 
O LE 980 
j on so 
| 0 at - 70 
oo) REE Hel ee RR Nn NS NO A EE NAS ST NE ESE es cae +30 
O . a s 
— 50 
40 a" 
a 40 
3¢ ~ a Xe 
aa 30 
20 ¢ a 20 
; io SS ] : 
bd 1 =. — a 
ae woes eee = . —-- a A SS Ae FEE EL He KS en ee 7 | 
MS at 12 16 412 [2] @ a ar 18 15 12 oe ° s 
¥ 65.5 lbs 


67.8 lbs. 34.4 Ibs. 35.8 Ibs. 
Diagrams No, 6. 
INDICATOR DIAGRAMS, NORFOLK & WESTERN RAILROAD, 











THE RAILROAD GAZETTE. 


[OcTOBER 9, 1885 























= 8 eee Nr -— pn a — — —— —- Se = ec a= a et a etn a a a ee 
back eddy in the smoke due to this dead space was plainly RAILROAD EARNINGS IN AUGUST. 
visible at the stack top. = eee = rn <n — = 
Diagrams No. 2 show an inconsiderable reduction of the | —— ye Ninciteiete | edinnen oie Mie. 
back pressure due to the opening out of the exhaust nozzles ‘ ipa ae 
to 38¢ in. diameter. It was hoped by doing this to obtain the NaME or Roap | =, ml ee ‘ 7 
same steaming effect with less back pressure, as the enlarged | 1885. ja 1884. . | Inc. [eee Ip ec. bs 1885. 1884. | Inc. | Dec. = [Po C. ||2885. os fio Inc.| Dec. |P.c. 
jet of steam would fill the stack better. It was found, how-| ——— a aS ee 
ever, that the reduction of back pressure was but little, EASTERN ROADS. 
while the steaming of the engine was seriously impaired. It a. “eso es oy , ee he a a | ~ 
was not difficult to get over the easy parts of the road with ie ae - Se a ae 3 1$ | $ 
a A +,,| Baltimore & Potomac....... 2 sine 102,851; 103,915)........ 1,064; 1.0)/1, 118 1,130).... | 12) 1.0 
this nozzle, but on the 13-mile long pull, 68 ft. to the mile| Boston, Hoosac Tun.& West.| 87 and 43,013, 47,259)... 4,246 9.0 543)....| 49] 9.0 
grade, the steam would drop very rapidly, necessitating two Poahery & Salah eae : on sane oes 24,224 22.754| 1,470)... | 6.4 653 615! 40)..... | 6.4 
: ‘ : ‘ aie ee Ey) eee : 2, 2, --- || 1,153,312] 1,885,525)........ 232,213) 16.8|| 393, 475) ...| 80/168 
and sometimes three stops for the purpose of filling the boiler ae eer | _ 354! bur 380,904; 389,258)........ 8,354) 2.1 : 076 1,100)....| 24) 2.1 
and getting up a full head of steam again. Believing that | N. ¥ hm ete & West... Less 1,075 soe || 1,54397,948) 1,534,427] ... .. 97,079 6.3) | ,337/1,427)... | 90) 6.3 
z : = ae ee ,| N. ¥. & New England ...... by 927,247 300,794 : ast) 752) 66).... | 88 
the reduction of back pressure and good steaming could be| x" y' “Ontario & Western...| ° 373 “| 1997334) 220/935) 534| 592|....| 58) 9.8 
obtained by keeping the jet of exhaust steam central with A. if Sus. & Li ie pasieos _ oe 101,353) 105,828 689) 720 31) 4.2 
BWR : grr rs 43 sor. | Northern Centra 322 ced 451,370 510,427 1,402,1,585 | 183/11.6 
the stack, a single nozzle was tried. With 4)¢ in. diam-| ponneyivania.. || 2,290) 2,150 6.5 3,956:306) 4,617'804 1,728)2.148)....) 420) 19.5 
eter the engine steamed altogether too well; the pop Philadelphia & fang. -| | 1 . .- || 2,940,749) 3.299.014! . 11,885/2,115) . .| 230/10.9 
eo . paecht his = : Rochester itts ~_ | @ 4 aNd 107,660 112,541) .. { 366) 383)....| 17) 4.3 
valves were blowing of continuously. The engine did | Wes jersey wees | 201 6.9) 212,038) 223,367)... |1,058)1,188)....) 130/10:9 
not run freely, and diagrams No 3 show a very heavy back ‘ peepee --| ets Festi! helena ARSE Wits at 
i ae : s : Vivir -| Total, 14 roads... .. . . /10,150/ 9,997) 153!..... 11,438,809 12,873,038 27,923) 1,403,552 /1,127|1,288)....| 161)... 
pressure as the cause of this. The exhaust line of the upper! jor)’ inc. or dec.......... iene See I ee |  apeeaueeirs nastics mapa 1,435,629) 11.2)|.:.... lcaces| ssc] SQROD 
diagram gives a clue to the cause of this resistance (indicat- | : | 
ing that the exhaust blew over into the other cylinder), which a ‘jis a i ae 
was found to be entirely due to a bad design of exhaust pipe. a i Ne ee Or NERS 500d 8c ee ee a : 2 
A new pattern of exhaust pipe was constructed which, as | | ) rT Pog 
: : ¢ r . eames: ‘aeetaei Alabama Great Southern 290} 290) .... | oess 77,351 86,087)........ 8,736] 10.2|| 267) 297). .. 10.2 
diagrams No, 4 show, "reduced the back pressure, while the | Giecapeake & Ohio.... .... 520| 520) :.:. "|| ogett9s| 398187 14.3|| 575| 670|....| 95/141 
steaming of the engine was still excessive. This not being Eliz. ees Big Handy 130} 130).... |. ec 62.932) 83,172 24. 640}... | 24.4 
3 . mar . . s t cS : + | Ches., Ohio & Southwestern. 399 399 ~ cae 136,721 122,868 1 308 -111.2 
considered satisfactory, an entirely new pattern of exhaust} (in O.& Tex. Pacific... 336/336)... om 138 733) 236,450 704 0.7 
pipe was designed, which gave very satisfactory results. See} Rust. Tenn., Va. & Ga..... 1,100/ 1,100 .... as 328,496) 312,723 284 £ 5.0 
diagram No. 5 Florida Ry. & Nav. Co.... . 540 500 40 8.0 56,323 52,573 105 |... 09 
S - ge 4 ° B Ill. Cen., Southern Div. 711 578; 133)..... 23.0 249,401 272,610 472 | ... 25.8 
Diagrams No. 5 show the results obtained with this last | Kentucky oun soeaskeas 250! 230! 20)..... 8.7 79.644) 104. 501 454 |.... 29.8 
ee ‘ —_ » tow . Louisville & Nash... .... .. 2,015 2,065 “a 50, 24 1,077,487) 1,117,313 39, 541 11 
pattern of exhaust pipe. The back pressure is reduced to! wenoh.s & Charleston. 992 292) ooo. |... ma 95'824| 66: 18/839 393 16.4 
very reasonable limits. One curious feature about this ex-| Mobile & Ohio............ 528; 528) .... nies 132,807) 3 10,799 272 7.5 
: ’ “i : _— — nti Nashville, Chatta. & St. Eo. 580 574 Dissves 1.0 182,115 een 36,075 380 174 
haust pipe may be of sufficient interest to deserve mension. N. Orleans & Northeastern.. 195} 105).. |. ais 36,617 27,208| 9,408).......... 139 34.8 
It was found that the back pressure would rise and fall as} Norfolk & Western.... .... 512 508 ee 1.8 250,404 298° 408) 21,906'.... ..... 454 7:7 
. . ‘ . Kh : >» vary-| Rich. & Senne Salina at 757 757 ; Saks 322,960 203,147| 20,813).......... 387 -|J0.2 
the engine was worked hard or light, up and down the vary-/ "Chor Col. & Augusta..... 370| 370) .... |.....| ...- 56,259 48,070 8,189 130 | 22)..../171 
ing grades, which gave all the advantages, automatically,| Col. & Greenville.......... 296) 296)... ae 41,326 37,878) 3,448)..0.0 12 128| 12!....] 9.1 
that have been otherwhere obtained by the use of variable} Georgia Pacific... ... ... 318) 304 14)... 2.6) SSS 808) 6580)..... 139 | 15... ./10.7 
exhaust nossles. ‘A vena contractes” shaped liner is placed Virginia Midland..... ..... 352 52) .... Satay 144,753 Ok eee 5,142 426 )|....| 15) 3.4 
5. ‘ S$ placer Western N. Carolina 274 MT ao0i0\ lekene 46,820 ee — 1,974 178... 7 4.0 
inside the stack. The engines using this nozzle are noticeably nat —— _. caeeeesee 7 c a4 Tees jeveey Ly a = Lies 8,975 sreeeaes 268 36|....|13.8 
- . . sburg é eric “ae - RR) Se De acsacees 36° 246 wa | 
smarter with their trains than those using old pattern of ~ ‘5 | sal " 3 a = : |__| Bon, Bac 
double 8 in. nosule, while they are much better steamers. Total, 23 roads... .... 11,154)10,982 222) 50)... 4,072,923, 4,188,744)123,528) 229,349 5| 381) 16)... 
. bs : > ‘ NG OGD vc.ncccs: nahacsasseitesce ak Blaecs « Bll ccccescecclocs cos fi ee eR ee 
Diagrams No. 6 show the results obtained when using this eS ; = os a as linea 
last pattern of exhaust pipe and nozzle at medium and bigh as an . Pe ae CEE aes 
speeds on a passenger engine. ie a Pian: acs os SS 4 
We have added below the diagrams the average steam Ohi. & East Iii ~— ion 146.499! 150.514). 4.01 >” | a8! 
. - . ni. & Eastern [llinois......| 252 MR eae Venwns \ 5 a 015; 2. 2.7 
pressure in pounds per square inch of each diagram, and | Chi, & West Michigan..... 413, 413 108.414 127/269 |. 18'855, 14:8 47 14.8 
include also these and other details of the plate in the table a yg 4 + ¢ Chicago. | ny = we tes 244.117 44,583 18.3 130 18.3 
e PRP ae i ie _| Cin., Wash altimore.... 2 SARS oe 37,117 WE 39,617, 22.4 141 22.4 
below. Independent of the indications as to the particular | Gjeve. Akron & Columbus.) 144 144 |... 1... 45118 48.074 2'956 6.1 21) 6.1 
purpose of the test, the diagrams give the usual interesting eaten orn Cin. ¢ » nd = = Saas yee ayo 4.4 37°44 
a u ; a “— Se me Jetroit, Lansing & No. 26 Se aE 105,305 6, 1,496 9.8 44 9.8 
evidence as to the great effect of either throttling or high | pyansville & Terre Haute 146, 146)... |... 73.896 87,099 13403 15.2 9115.2 
speed upon the power of the engine, the boiler pressure and oon & —_ al tines. = -_ rr 155 = eae : 18,570) 10.7) 45 52'10.7 
: a : “sl * wo inois Centra ines.... 953 95% 572,395 5 5 062 “A 1.3 i 593)... § 13 
cut-off remaining the same. We add also for comparison Ind., Bloom. & West. 532 532 242.800 298,851 13,949)........ 6.1; 456 430 26 e 61 
« tabular summary of some diagrams from ‘‘E] Gobernador,” ‘ ee & Ohio.. = ce “ a 480,568 Sabet | oa 8.2 3}....| 68) 8.2 
‘ : . re P “bes Ohio & Mississippi. 615 5 344.98 353,709 ... 8,77 2.5); & 7 2.5 
the powerful Central Pacitic engine, illustrated in our issue Ohio Boca seen ppi.. 130-130 39042 42, 007 2065 71: ~— = = 
of Jan. 18, 1884. Peoria, Decatur & Ev..... 25 254 80,085 81, i 1177 «1.4 315° 320... 5 1.4 
ee Te St.L. Al ton & Terre Haute : 
— TT O.currUrwrO SSS Main Line........ .| 195) 195 117,787 120,405 F 2,618, 2.2 4; 617'. ..| 13] 2.2 
3 - a = Rete Maree Belleville Line. Ba a ee eae 34.229 58,267, 5,962)..... ... 10.7} 465) 422, 43)... 10.3 
Fs F ¢ E = Cylinder pressure. Wabash, St. L. & Pacific. 2,438, 2,438 2 1,132,306) 1,427,537 .... ... 9,231, 20.7, 464 586)... | 122/20.7 
4 3 ? = ee —-- -|_— | —-| — - || —— _ —|-—_ |_|. — 
a S _ 2 S | Total, 18 roads. |; 8,418 8,418) .... 827,782 4, “4,818,386 386 27, 473 518, OFT) 2000 514! 572)....| 58}.. 
5 = 6 P ina — Average Total inc, or dec.... jnaaaiepeckiacdse res ancn by tenwa ls ; 490,604 10.2 oo 58 10.1 
z S = 8 F mA a estan $$$ $$$ 
° 3 z S$ & = = , or aa ae ia : ~ ; aes 
: 3 3 5 & = 2 NORTHWESTERN ROADS. 
: oO ° i=} a a anannaninainncncnsandetiasteeniniine = — _——$—$—=.$ — = 
a : = § a | 
be : : Bur., Cedar Rap. & No 990 714 276. 39.0 225,833 216,600 | 4.3} 228, 303 | 7524.9 
pn ee ree Me, ee a, ee i NO ces we smn edien 500 4500... sewn 712/808 119, ae 7,01: 5.8); 226) 240 | 14) 58 
19) 25 | 1) 7th | 35 | 109 | 812 79.6 | Chi.& Alton.......... 850| 850... .. || 724,308] 859,904) .........| 135,506) 15.7|| 852/1,012)....| 160/15.7 
--->7) 93 | 292° | ath | 235 | 116 | 686 652 | Chi., Bur. & Quiney........: 3,500 3,411) 89)... 2.3|| 2,224,494) 2,447,494) oo... 223,191 9.1|| 635) 724)... | $9/12.3 
\ Full 11.2 7th 140 132 109.4 103.8 Chi., Mil. & St. Paul.. 4,935 4,804) 131). 2.4| 1,767,000 1,825,348 Pia ee -| 58,348 3.2 358 380). | 22 5.8 
2s) | Mul © 6«173)0«O7th~=sid4o)”s«*id2za.s—s=a|:«Cé&~SgGG. | Chi. & Northwestern... ... 3,843 3,763, 80 2.1 || 1,928,200) 2,027,982 56) 2-782] 4.9)| 502) 530 37' 6.9 
P ( 3-8 10.5 7th 140 124 87.2 865 | Chi., St. P., Minn & Gmakal 1,320, 1,300) 20)..... 1.5| 475.400] 469,130) 6,270]....... 3) 360) 361). +++] 1 0.2 
Bee... 4 3-5 19. 5th 140 110 43.6 73 Des Moines & Ft. Dodge.. 138 38) .... ae 27.784 34,45 owe 6.668 19. 6 201} 249). 48 19.6 
‘ 4-5 119 7th 140 134 102.2 100.0 | Ill. Central, Iowa lines...... 402; 402)|.... caes 116,537; 129,480)... ... 12,943! 10.0;) 290) 322).. 32.100 
4.) O15 24.3 5th 140 109 64.1 62.9 | Marquette, H. & Ont........ 160; 138) 22i..... 157) 118,006) 117,269 | rr 0.6) 738) 850... | 112.13.2 
; ;| 110] 113) @th | 12 9) 762 79.2 | Mil, LakeShore & West..... 512, 390) 122 31.3 | 131,305} 96,031) 35,274)........ 36.8} 256, 246 ‘io Paes 
Dewees , Full 22. 5th 140 129 79.2 79.2 Mil. & Northern.. Re 227 ST sa5 s Nesuen des 42.901 a eee 6.8 189} 177 12)... | 6.8 
. é | ae 32.7 | 3d 135 | 120 655 | 678 | Minneapolis & st. L. ...| 575) 435! 140) ....) 32.2) 129,560) 138,575)....... 9,015) 6.5) 225) 319) ...| 9429.5 
6. ... > Full 66.4 2d 121 110 34.4 35.8 | Wisconsin Central. ..... ... 440 440 - eo] seen fl 107,879 104, 423 3, 456 Genmacueabe 3.3)| 245) 237 8 .... 3.3 
ee ee Se . Total, 14 roads. . 18,392 17.512 880 ...|| 8,131,014! 8,626,671) 57,709) 552,466. .... || 442| 493 ws 
" ali Jee 5 aoe 5” . 
sU MMARY ¢ OF DIAGRAMS FROM EL GOBERNADOR Q1 x 36in. cylinders.) OE ee Pree ee > | ee ROR sc Sedmsneniewens mavecelenatcns 494,757 S| | re | iow 51/10.3 
ae Foll 647 Rin. 135 133 | 704. 76.2 ROADS DARE OF SF. Pas. 
2 Light 10.96 12 in. 130 123 | 766 82.0 —_, z - Rees = -—. = 
3. 2.25 in. | 1: 7 35 39.5 | 
ep 1190 | isin, | 190 123 | OFO| fry | Canadian Pacific... ....... 2,794) 2,500, 204)... us| 828,426) 565,815 5.5 
5 “ 10.30  24in. 130 122 104.6 | 105.2 | Northern Pacific.... ........ 2,691, 2,453) 238). 9.7 971,289) 1,032,602 5.9) 
6 Full 6.77 | 30 in. 130 128 114.4 ll 5.0 St. P. & Duluth.. cols 227 , i (eee ° 123, 118) 126, 253 ‘ ms) 
. : a : St. P., Minn. & Manitoba....| 1,471) 1,400) "71 5.1) 524,620| 571,762). 10.2. 4) 
site eben a a ee Total, 4 roads... .........| 7,188 “6,580 ~ 603) ..... || 2,442,453}2,296,432) 257.6 611 111,590| .... | 340] 349) am 
Total ine. or dec....... b ehesscendl “MUD etwas (bf Fe As: (Rese POMEL nd00s:0010 eee heaase 9} 2.6 
THE SCRAP HEAP. — | jetiiee ae Po 
Pathfinders. SOUTHWESTERN ROADS. 
‘* Why do you charge dramatic companies full fare going im a ae say = Mela ae: ia 7 i. | ofa font ; P 
9 rT | } | | 
west this season?” the manager of the * Bleeding Heart | Fort Worth & Denver....... | 144) 110) 34)... .| 30.9]/) 43,692) 37,212) 6,480)... .... 17.5), 303) 338)....| 35) 10.: 
Combination ” asked the conductor. Because, replied Gulf, Colorado & Santa Fe. | 536) 536) .. mes 146,949, 131,652) 15,297|.... ... 11.6)| 27: 246) 98)....| 11.6 
that honest man, ‘‘ we never get any fare from them coming | Kan. City, Ft. Scott & Gulf. | 389) 389 166.427; 183/850)... °.... | 17,423} 95); 428) 473]....| 45) 9.5 
back.” And By ron Dude Hoofit, the leading tragedian of | Kan. City, Sp'f'd & Memp..| 282) 282 87,376; 104,198)........ 16,822 268 310) 369) 59] 16.2 
the company, looked sadly out of the window at the “ Big 4/| St. L., Ft. Scott & Wichita..| 215, 160} 55,305, 43.805 11,590)... 6.4|| 270) 274)....| 4) tS 
Comedy Company ” sauntering back from Buffalo. St. L. & San Francisco.. ... 804) 775 359,200; 435,428)... -.. . 74,228 17.1) 447| 560\-.../ 113) 20.2 
If you ever go to Digby, N. S., when you walk from the fg y tae —_ ‘® Pac... in =. tA Sol oY 319) a: 4 a aa a 4! eo bry 2. sia = 3 
boat to the railway station, zon. will come to a finger-board oar ne oe ers : = a IB aca nt sii N:P Ras pt (Ra 
pointing down the track. It says: ‘To the railway sta-| Total, 8 roads.. | 3,27 "1,002,177| 1,062,599 599, ~ 48,051/108,473| ... | 306 338) i oe 
tion.” Now if you will just turn around and = Peer “TOU U60..OF MkC. <2... occ -becs senclace 6 | BEBlecese| DiBlbocenccosess - os} GO,S22) 5.7]] ... ..| 32] 9.4 
way. you will reach the station in 200 yards. ou follow e th | z a ee =) ee JERR SE: WS 
the direction indicated by the finger post, you a 1 have to 
travel about 25,000 miles. The “guide” was put up by a} : ee ee eee ee ee 
left-handed man. hae A i l oe} | 
A singular accident caused the death of an inspector of | Atchison, Top. & Santa Fe.| 2,393 0.7) 1,289,008 1;5901,310).... .... 147, 411 10.6 | 520) 585)... .| 65/11.1 
trucks on the Mexican Central Railroad, named Tlaxaulipas | Denver & Rio Grande ....... 1,317 ante 4,667! 476,362) 98,305)........ 20.6|| 436) 362) 74!)..... \20.6 
Guanajuanixzllixtihuapan at Me wtuatlzicotptizlatana. He} Penver & R. G. Western. 368 gee ‘| ty 465 pay i] DOS) «55 5005 12.0|| 243) 217) 26).. .|12.0 
was keying a cuerpztzopilotehuahuahua unfer the tlalpar St Joseph & Grand Island‘ | | 252 “+ all 9 ganas G,073).... ---- 14,825) 15.0)/ 334) 303)... | 59/15.0 
Inpacuac, tte (om spring banger broke and-cut of e- Union Pacific...........50.. 4,476 4, 5.1|| 2,331,135 2,417, 710). 86.575) 3.6|| 521) 568).. 47| 8.3 
tor’s neck. His remains were taken by the coroner of| Total,5roads..... ....... “8, 806) 8,570} 236).....). aan ae 4,323,273 “4,464,186 107 898) “248,811! .. 491} 521)....| 30).... 
Testiechoon to Tlalnepantla for interment. The lifezixt] of a} Total inc. or dec.... 00...) .....ee fees 236) ....: | 2.7| RES. ER Monee 140,913} 3.2). ...| ....|. ..| 30) 58 
railroadtlahnacaner in Mexico is environedleyucatan with --——— mes —--|—- ee ee ae cart 
perilduacuaro. Granp TOTAL | | 
#RAD : | Baad | 
ee a pomocenaial, Sa hat a Total, 46 roads. .......... | 67, 378 05,216 2.212 50)... .|/35,738,831|38,330,956 650,193/3,242,318)..,.,|| 580) 588)....) 58) 9.9 
y Tain inc eer Cer res: | Ree GR vi ising rentete Cevereveustiess ance 2 5} 6.8) ..... eend|cccel 58)... 
can’t change the bill which I offer in payment of my fare ?” en mee vx 207? [s+ ies) ay _ ane | | | ‘ “| || | | | 


Can he, Lucius? Can he? Well,if he carries the breadth of 
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MILEAGE. EARNINGS. } EARNINGS PER MILE. 
NAME OF RoapD. ees . = y ae “ 
1885. | 1884.] Inc. |Dec.|P. ¢.|| 1885 | 1884. | Inc | Dec. |P. c.|| 1885. 1884, | Ine Dec.|P.c. 
| | 
EASTERN ROADS. 
| | | | | | 
$ = | & | 3 | | $ | 3 $ | 
Balt. & Potomac itinall eked! weal 862,198 758.694 | 73,504). ........| 9.3]| 9,372) 8,573) 799) ....| 9.3 
Bos., Hoos. T. & W. mee 294,203 287,580 IR | 2.3), 3,382), 3,306 76).. 2.3 
Dan. & Norwalk ath | 143,773 136 893! 6,880)... .. ..| 5.1]| 3.86) 3,700) 186)..... 5.1 
Grand Trunk ...... aaa -.--|| 9 688,047) 10,998,069) .... -/1,310,022| 11.8] 3,320) 3,769) ....| 449) 118 
Long Island..... ee ..|| 1,923,424) 1,891,086) ME Sasen 1.7 5,433} 5,342; 91) ..| 1.7 
N. Y..Lake FE. & W aes ..|| 9,839,682) 10,.663,673]........... 823,991 7.7]! 9.144) 9.918) ....| 774) 7.7 
N. Y. & New Eng ‘ty re: 2 137,304) 2,164,870)........... | 27,566} 1.3)! 5,343) 5,412) 69 1.3 
\ N. Y., Ontario & W. > i ofl SAR «2 DBU SON ......0055. 47,300} 3.7|) 3,256) 3,382) ...| 126) 37 
N. Y., Susq. & W.. pane ea 698.164 654.773 > ee | 6.6|| 4,749) 4,454) 295].....| 6.6 
, Northern Central.. ie .|| 3,460,865) 3,6 8,198 s-eeee| 147,333] 4.1]/10,748/11.205) ... 457 4.1 
. Pennsylvania | 227 154 7.3|| 28,961,006] 31,940,241)........... 2.979,225| 9 3) 12,753) 15,087) ....|2,334) 15.6 
=| Phila. & Reading 1,560) 1,560) ... |. ..|| 18,292,802) 20,285,468)... ..... .|1,992,666) 9,8) 11.726/13,003| ....|1,277) 9.8 
tochester & Pitts.| 204) 294) ....). 770,621 721.777 48,844|..........] 6.8], 2,621) 2,455) 166)... .| 6.8 
West Jersey...... 201) 188 13) . 69 892,937) 929,409). .........| ane 3.G| 4,442) 4,044 .. 502) 10.2 
Pah: ses an Re: | ATT eae est he a ein MAR Kad | Rae nck paiteonsal aabdnioll 
\ Total. 14 roads..|30,131) 9,964] 167] ...-|| 79,178,760) 86,332,355; 211,580/7,364,575| . 7,815) 8,664) . 849| ... 
| Total inc; OF OG.) .......Jececess 167) Roll tne dsataiee has ace sweilen ., came 7,153,505; $8.3]| ...... | seaan ; 849, 4.7 
| | | 1] | | | | | 
SOUTHERN ROADS. 
| | | | eal ae 
/ Ala. Gt. Southern.. 290 290 sii 667,053 See 20,278} 2.9|| 2,300) 2,370) ....| 70) 2.8 
Ches. & Ohio .. 520; 520 a 2,145,827| 2,380,330]........... 234,503) 9.9)! 3,301! 3,662 361; 99 
Eliz, Lex. & B.S.) 130) 130 I 436,490}  480,989]....... .. 43,999) 9.1) 3,361) 3,700) ... 339} 9.1 
Ches., O. & S’west.| 399) 399 han 970.024, 842,513) 127,511]. ....... | 15.1|| 2,431) 2,112] 319]....| 16.1 
Cin., N O. & Tex. P. 336 336 Pie” Ul MR ke ee R 3,987; 0.2)| 4,967) 4,979) ... 12} 0.2 
¥. Tenn.,Va. & Ga. | 1,100} 1,100) . ..|....] ....|| 2519,008} 2,455,039 63,969) snake 2.6|| 2,290) 2,232) 58]... 2.6 
Fla. Ry. & Nav.Co 531; 488} 43/....|/ 8.8 626,588 ee | 12,615) 2.0)/ 1,180) 1,510) .../130) 9.9 
Ill. Cent. So. Div . 133) ....| 23.0|| 2,586,334} 2,422,666] 163,668) .. ......| 6.8|| 3,638) 4,191) ..../ 553! 16.2 
Kentucky Cent 29 13.2 534.145 577,263]... ......| 48,118} 7.5|| 2,137) 2,612| ....|475| 17.9 
Louisville & Nash | 2 we 8,968,675) 8,75 235,013) . .- -| 2.7|| 4,407) 4,229) 178)... 4.2 
Mem. & Charleston eS eed, (eek 790,964 | 9.6|| 2,709] 2,997) ....| 228) 96 
Mobile & Uhio.... 528 BA ide -..|| 1,160,776} 1,249,315 7.1|| 2,198) 2,366) ....| 168) 7.1 
Nash.,Chat.& St.L.) 57 18) . 3.2|| 1,875.001) 1.550.846)... 1.3)| 2,391) 2,734 ..| 393) 14.0 
N. O. & Nor’east. 95 5 ie aa 398,261 246.219 1.9|| 2,042) 1,263) 779) .. 61.9 
Norfolk & Western 512 9). 1.8 1,697,701) 1,660,735 2.2. 3,316 3,302 14j....| 0.4 
Rich. & Danville...) 757 ae ...|| 2,450,810] 2,369,172 3.4|| 3,237) 3,129, 108)....| 3.4 
| Char..Col. & Aug.) 370 10 2.8 481.265} 446,844 7.7|| 1,301) 1.241) 61)... 4.9 
Col. & Greenville 296 cout Seats 390,796) 367,612 6.3)! 1,320, 1,242 78|....| 6.3 
Ga. Pacific ...... 318 28 9.7 396,343} 343,171 5.5|| 1,246] 1,183) 63]....| 5.3 
Va. Midland. .... 35°? es bond 967,481} 1,013,905 4.6,| 2,749) 2.880 --|1381, 4.6 
Western N.C....) 27 58] . 26.9 291 679 275,449 5.9|| 1,065) 1,276 211, 16.3 
South Carolina . 247 rl oe pt 667,824| 701.314 33,490) 4.8)| 2.704) 2,839) ....)135) 48 
Vicks. & Meridian 142 262,413 293,540) 31,127) 10.6} 1,848) 2,067 -|219) 10.6 
Total, 23 roads... 11.160 10,62) 328) 30] ....|| 32,454,748) 32,285,130 987,814) 818,196) ....|| 2,908) 2,972 64 eae 
Total ine. or dec. ~ oor PUB) nce] BO ccae cvcccvncd-cos coccsses EE aeaveanee | ee os ont 64) 2.1 
CENTRAL GROUP. 
! | ' 
Chi. & Eastern 1..! 252) 252 -|| 1,003,086} 967,279 35,807] ........| 3.7|| 3.080] 3,898} 142/)....| 37 
$ Chi. & West Mich..| 413) 418 817,277; 1,017,014 ...........| 199,737 19.6'| 1.979) 2,463 . ..| 484) 19.6 
; Gin..ind .StL.&Chi) 343) 343 1,618,265] 1,543.241|........... 24,976 1.6|| 4,426) 4,499) ... | 73) 1.6 
Cin., Wash & Balt.; 281) 281 1,097,924| 1,172,223 74,999 6.4|| 3.907) 4,174 ....| 267) 6. 
Cleve.,Akron &Col.| 144) 144 315,888) 316,189 a 301; 0.1|| 2,194) 2,196} ...; 2 0.1 
Cleve... Col... & LE) 391) 301 2,252.925| 2,447,422)........... 194,497; '7.9|| 5,762) 6,259) ....| 497) 7.9 
Det., Lan. & No... 261| 261 752,743) 893,738) ...... ..| 140.945) 15 7)| 2,884) 3,424) ...| 540) 15.7 
* Ev. & Terre Haute. 146} 146) 482,986| 495,073|.........6.| 12,087) 2.4|| 3,308) 3,391) ... | 83] 24 
1 Flint & Pere Marq.. 362 362 1,237,933) 1,56 a 324,689 20.8), 3.420 4,317) . 897, 208 
- Til. en, Il, lines. 953 953 4,090,183) 3,902, 09 | weeebenns 4.8) 4,292 4.095 197... 4.8 
: Ind.. Bloom. & W 5:32 532 1.501.445) 1,479,314 co spomps| Bll See, een __ 1.4 
3 N. Y, Penns. & O. 5:0, 570 3,114,182] 3,608,365!.. ........ 494,183) 137: 5.464) 6,330) ....| 866) 13.7 
Ohio & Mississippi. 615' 61D 2,365,153} 2,431,818)........... 66.665) 2.7| 3.846, 3.954 1 27 
Ohio Southern..... 130 LO 265,871) 2RB,2B5)... 2.2000 17,364) 6.2!) 2,045) 2,179 1° 6.2 
Peoria. Dec & Ev.| 254) 254 461,106 BOL GG) occs.c2s00s 40.249, 8.0|| 1,815) 1.974 159, 8.0 
st.L..Alton & T. H: | | 
1 Main Line...... : 195! 195 ; 765,227 | 873,713 108,486, 12.3) 3,924 4.481 . | 657) 123 
| Belleville Line... eS POR ret 461,825) eT ae 19,318} 4.0)! 3.347) 3.487) .. 140) 4.0 
Wab., St. L. & Pac.; 3,205) 3,588) ....| 383) 10.7 8,962,464) errr 777,046 8.0) 2,797 2,715 82|....] Bw 
Total, 18 roads...; 9,185 | 9 568 383) ....|| 31,466,983) 38,717,044, 245,531 2.495.592 3,389 3,759 370| .... 
Total ine. or dec.|...... RSH TE MEIN idaanccnvasisssscosecasd lock caekaess MEE TY esiwes) aseresh aves 370; 9.8 
NORTHWESTERN ROADS. 
| | | | l 
Bur ,Ced.Rap.&No. 961 714) 247 35.0]| 1,864.123) 1,691,703 172,420) .... ... 10.2) 1,940] 2,369) ....| 429) 18.0 
: Central lowa..... .| 500} 500] .... ial 764.203 903,434 15 4|| 1,528) 1.807) ...| 279) 15.4 
: Shi. & Alton. ....| 850) 850] ... || 5.023918) 5.456.705 7.9|| 5,910) 6,419) ....| 509) 7.9 
Chi, Bur & Quincy) 3,473) 3.835) 138 41|| 16,410,106) 15,798,715 3.9|| 4,725) 4.737) ....| 12] 0.3 
Chi. Mil. & St. P...| 4.820) 4.766) 54} 1.1|| 14,276,000) 14,202.056 0.5|| 2.962) 2,980, ....) 18) 06 
Chi. & N. W........| 3,840] 3,769} 80 2.1} 14,672, 86 0.2}| 3814) 3,902) ....| 88) 23 
Chi., St. .. M. & O| L314) 1,495] 20) 1.5} 3,629.49 .... 4.6); 2,632) 2,803) ... | 171) 61 
Des Moines & Ft.D} 138) 138} ....| soos 214.122 5.7|| 1,643] 1,652; 89) ..| 5.7 
Ill. Cet..lowalines) 402) 402 J i ,058.1*7 6. 2,475| 2,632) ... | 157) 6.0 
Marquette, H. & O. : 121} 22 603,608 | 12.7|| 3,684) 4,988 1,304| 26.2 
Mil.,L.s & W.... 48 374, 113 728.468 8.8|| 1.627) 1,948! 321! 16.4 
Mil. & Northern 227 <5 335,45 7.9|| 1,594) 1,479) 115) ...| 7.9 
\inneap. & St L.. 575 435, 140) 1,129 640 8.1 *e 
Wisconsin Central. 440 ey ee 920.575 2.4 
Total, 14 roads...|18,171).7,357) 814) ....| ....|) 61,510,939) 61,344,493) 1,073,845) 907,899 
Total inc. or dec asal amass | @id....j @ WN attack sack ba EE ccnviidning . 
| | | \ 
ROADS NORTHWEST OF ST. PAUL. 
rt J | | | | | | | 
i Cana/lian Pacific. . ¢ 575] ....| 26.1] 5,085,166) 3,213,226 1,871,940] .. ......| 55.0]| 1.820] 1.448] 372) ...| 25.7 
Pa Northern Pacific. . ,50 Ol son) Mat 6,577 730, 8,040,626 .....  ..../1,462,896) 18.2|) 2,624) 3.2R2) ..../658 20.1 
| St. P. & Duluth... -») 1 27| .... ee 742,609 739.360 Scnts.t055 | 0.4|) 3,271) 3.257 14... | 04 
| St. P., Minn, & Man] 1,416) 1,368) 48] ....] 34|| 4,198.995, 4.861.869 ........ .. 662.874) 13.6|| 2,965) 3,554! ....|589, 16.6 
Total, 4 roads 6,944 6,264; 6R0 .. 1] 16,604,500) 16,855,081; 1,875,189]2,125,770) | 2,391} 2,691] ....|300' ... 
Total ine. or dec | *.....| ...... 680, ::. | 10.8||............ [ses eeeeeees poss antes 250,581) 15]| ...... | <."...[ ¢5:1300° 11:2 
1 | { | 
SOUTHWESTERN ROADS. 
i a | | 
Ft Worth & Den 127} 110; 17 | 15.6} 904,155)  321,677]........... 17,522 5.4|| 2,395] 2,924) ....1529) 18.2 
Gulf, Col & 8. F 536 536) erie ORR 8 eee 157,284) 15.4'| 1,626; 1,919) ....|293 15.4 
K.C., Ft.S. & Guif, 389] 389 cae 5 89,698] .........| 5.9)| 4,152) 3,921) 231)....| 5.9 
Kun.C Spr.& Mem, 282) 282! .... ...{| 1,018,187 , SS een 38.6)| 3,611) 2,606)1,005)....| 38.6 
St. L., Ft. S. & W. 198} 160) 38) ....| 23.8 392,221 319,451 i ere 22.8|| 1.981) 1,997) ....| 16 0.8 
St. L. & SanFran..| 804) 759) 45) ....! 5.9]| 2,663,801! 2918.321)..... .| 254,520) 8.7|| 3,313) 3,845 ..|532) 13.9 
Texas & St. Louis i a | ee ese : 636.879 545,587 fe 16.7\| 867} 742) 125]....| 16.7 
Vicks., Sh. & Pac.. 170 126 44 ....; 34.9 210.8 9 99,741 111,068; .........|111.4|| 1,240} 792) 448)....| 56.6 
- a ie a | oe ee |e | oe $$ | — -——— i—---' | -———- of oe | amen | o 
Total, 8 roads... 3,241] 3,097) 144 eae 7,712,452) 7,493,542 648.236) 429,326! 2.380| 2,420} ..../ 40) ... 
Total inc. or dec Re Gee 144 °C | Pi 25) (eh NRA 218.910} ......... ee ae | eons 40! 1.7 
4 FAR WESTERN AND PACIFIC ROADS. 
At., Top. & 8. Fe 2,397; 2,329 68) ..... 2.9 9.652.949) 10.339 773)........... 66 4,027, 4,440). ../414 9.3 
Nenver &R.G ...| 1,857] 1.897) o3..[°...| « 4,226,486! 3.789832 436,654 11.5|| 3,209) 2.878) 331). ../ 11.5 
Denv. & RioG.W.| 368} 368] ....]....] ... 607.609 488.033 119,576 24.3|| 1,651) 2.326) 325].. .| 24.3 
inion Pacific 4,476 4,256) 220) ..... 5.1)) 15,860,655 15.787,425 73,230 0.5)| 3,543, 3,716) . ../173) 47 
Total, 4 roads... | 8,458) 8,270) 288 ....|| 30,847,699) 30,405,063, 629,460! 686,824, ....| 3,546) 3,677 \ a 
Total ine. or dec | ......| .....- 288 DUNES. eh nesUldtaaenans srolelateeat cee ase antl. MER asenel Ganac of eel Ae 
GRAND TOTAL: | | 
Total, 85 roads... ../67,390|65,382/2,421| 413, _...|/259,276,681/268,433,208| 5,671,655 '14,828,182| ....| 3,847) 4,105) . ..| 2358) .... 
Total inc. or dec...| . ..02| eo... }2,008] ....| 3.0)|.... esd wtistocal, Ay <inchona Sabi 9,156,527, 3.4)) ...... | abs .«--| 258] 6.38 
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) beam and the resolute temper that conductors usually do, he 


Can, but you may bet your sesterces he Will. Oh, 
“he did?” Well then, what did you ask such a silly question 
for? If he did, he certainly Can, and if he Can, he Will. 
That $20 bill game, Lucius, is as old as the Constitution of 
this United States. ; 

The sombre-visaged passenger in the black coat looked so 
much like the prohibitionist candidate for governor that no 
one doubted but that it was he. (There is a little redundant 
grammar in that, but it will keep.) So the lady who had got 
on at Coldwater and passed the tract, ‘‘Rum, Riot and Ruin,” 
around the car, finally asked him: ‘‘ Sir, do you not think it 
is wrong to drink cider ¢” ‘‘ Wrong ?” he echoed. ** Certain] 
it’s wrong; it is wickedly extravagant, when beer isso muc 
cheaper. However,” he added, as the awful silence which 
followed his speech began to weaker, ‘if you know where 
you can steal the cider, I suppose it’s all right. Got any 
with you ?’—burdette in Pathfinder Railroad Guide. 


not ony, 


The Fastest Time on Record. 

‘*Guess,” said a railroad man recently, ‘that I've worked 
aboard the fastest railroad on earth.” 

‘* Where !” exclaimed half a dozen bystanders at once. 

**Oh | out West,” replied the railroad man. 

‘* Yes,” he continued, after a pause, ‘‘ | reckon I’ve made 
the fastest run on record. You see it happened some years 
ago now. The line I worked on was a big gradient for about 
200 miles. Well, I wanted to do something big, so I went to 
the engineer and said: ‘Jim, I calculate we've got to slip , 
down this here gradient somewhat lively. S'pose we'll 
astonish the people ‘longside this line.’ Jim was game, and 
worked the steam up to bustin’ point. He opened the regula- 
tor, and away we slid. The wind went past the cars like a 
hurricane, and some of the passengers got shaky, and in- 
quired if we were trying to run that train off the end of the 
line right into the Pacific. I said we were erecting a big 
record by contract, but they seemed to think we were going 
in for starting a private cemetery. Well, you wouldn't 
believe it, but during that run down we didn’t once see the sur- 
rounding country. That train went so fast that the telegraph 
poles near the line seemed close together, and blocked out all 
the scenery completely. Solemn fact that! I was there and 
should know. But that’s nothing, bless you! By the time 
we got to the bottom of the slope there wasn’t a rail left on 
the track. They were all melted up through friction. Of 
course Jim and me got discharged, and an assessment was 
made onthe shareholders to relay the tracks, but we didn’t 
care. We had done 200 milesin 1 hour, 6 minutes and 47 
seconds, which is pretty steep traveling. The American 
nation ain’t played out yet, you bet.” And so saying he de- 
parted.—Texas Siftings. 


A Narrow Escape. 

A dispatch from St, Louis, Sept. 30, says: ‘Train No. 
606, of the Iron Mountain road, that arrived at the Union 
Depot Monday morning at 7 o'clock, hada narrow escape 
about 11:40 the night before that would have resulted in the 
loss of many lives if the train had been fifteen minutes later. 
It was between Fredericktown and Marquand, 104 miles 
from St. Louis, when the train, containing one baggage car, 
two coaches and one sleeper, was rounding a short curve. 
The engineer, named Bayle, observed that bridge 872, which 
he was about to pass through, about 150 ft. in length, was 
wrapped in one sheet of flame. 

‘To stop his train Bayle saw was impossible at such a 
short distance, and the only alternative was to go through 
the bridge on the track or go through the small stream that 
flowed below. The dash was made safely through the flames, 
and then a stop was effected. The train handsall lent a help- 
ing hand and the flames were extinguished, but not before a 
large portion had been eaten away by the fire. The passen- 
ge rs on board the train did not learn how near they were to 
death as they lay stretched out in sleep. As stated by the 
trainmen in charge, if the train should have been only about 
15 minutes behind time in reaching this bridge, the fire 
would have burned into the supports, and as it would be 
impossible for the engineer to stop his trai, all on board 
would have perished a horribledeath either by fire, water, or 
in the collision.” 


Too Curious. 

Onatrain in Ohio were two giddy young girls. In the 
seat in front of them sat aman. The man’s overcoat was on 
the seat beside him. As the train stopped at a station the 
man got up and walked out. The girls saw him go into the 
station. Soon the train started, but they did not see the man 
any more. 

‘** There, he’s gone and left his overcoat,” said one of the 

irls. 

It’s too bad,” said the other, ‘“‘for it’s such a nice one, 
And he may need it to keep his little body warm.” 

Then the giddy girls giggled, and when the conductor 
came through informed him of the man’s loss. The official, 
with the indifference of his class, said that would be all 
right. 

ss It’s a shame,” ejaculated one of the girls. ‘* We'll take 
care of the man’s coat for him, won’t we, Kit? We'll take it 
to the station agent in our town, and maybe he can restore it 
to the man.” 

So the girls cared for the overcoat. They pulled it over to 
their seat, and in doing so they happened to glance into the 
pockets of the garment, and saw there a miscellaneous assort- 
ment of letters and things. 

The girls looked at each other as they laid the coat over 
the seat between them. But after that neither seemed to be 
happy. Their giggles disappeared, and there was a strange, 
dissatisfied look in their eyes. They looked at the scenery. 
They read fitfully at novels. They yawned. But every few 
minutes their eyes wandered towards the coat pocket. 

Gentle woman was never intended to withstand such 
temptations, and erelong a small, eager hand was reaching 
into the depths of that overcoat pocket. As it came outa 
dozen letters came with it. Some of these letters contained 
photographs, one a lock of hair, and several expressions 
which made the two giddy girls laugh. Just as they had 
dived deep into the contents of the pocket, and with eager 
eyes were drinking in the feast for their curiosity they heard 
behind them a whistle, at first low and incredulous, then 
louder and louder with amazement. 

The giddy girls turned their heads, and there stood the 
owner of the overcoat and the letters. He had been in the 
rear car.—‘* Train Talk,” in Chicago Herald. 


: 


Quarantine for Small-pox. 

The Central Vermont Co is taking very strict measures 
to prevent the spread of small-pox on its line through pas- 
sengers coming from Montreal and other Canadian points. 
No passenger cars coming from points south of St. Albans 
are allowed to go beyond that place, passengers and baggage 
being transferred there to special trains which run only be- 
tween St. Albans and Montreal, and the cars on these trains 
are thoroughly disinfected and cleansed after each trip. 
Medical inspectors are on each train coming from Montreal, 
and no passengers are allowed to pass St. Albans unless they 
have been vaccinated, the inspection being very strict and 
thorough. All baggage concerning which there is the slightest 
doubt is fumigated in a building which has been especially 





erected for the pi The company has gone to consider- 
able expense to e its quarantine as thorough as possible. 
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EDITORIAL ANNOUNCEMENTS. 


Passes.—All persons connected with this paper are forbid 
den to ask for passes under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 








' 





Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if 
they will send us early infermation of events which take 
place under their observation, such as changes in rail- 
road officers, organizations and changes of companies 
the letting, progress and completion of contracts for new 
works or important improvements of old ones, experi- 
ments in the construction of roads and machinery and 
in their management, particulars as to the business of 
railroads, and suggestions as to its mprovement.  Dis- 
cussions of subjects pertaining to ALLL DEPARTMENTS of 
railroad business by men practically acquainted with 
them are especially desired. Officers will oblige us by 
forwarding early copies of notices of meetings, elections, 
appointments, and especially annual reports, some notice 
of all of which will be published. 





Advertisements.— We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
thisjournal for pay, EXCEPT IN THE ADVERTISING COL- 
uMNS. We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present 
only such matter as we consider interesting and im- 
portant to our readers. Those who wish to recommend 
their inventions, machinery, supplies, financial schemes, 
ete., to our readers can do so fully in our advertising col 
umns, but it is useless to ask us to recommend them edi- 
torially, either for money or in consideration of advertis- 
ing patronage. 


THE COTTON cRoP MOVEMENT. 





The Commercial and Fi inancial Chronicle's review 
of the cotton crop of 1884 and its movement, being 
the traffic of the year ending Aug. 31, 1885. enables 
us again to consider the progress made with the crop 
which has again become our principal export. in ag- 
gregate value, after breadstuffs had for a time taken 
the first place. Cotton is not directly so important a 
freight as many other things, but it is at the bottom 
of the prosperity of a large part of the country, and 
the progress made in its production has a very great 
importance for many of our railroads. 

The crop of last year turned out to be larger than 
was generally estimated, and very nearly as large as 
that of 18838. The reports are usually given in bales, 
which is inexact because of the varying weight of the 
bales, the average having been from 468 to 490% lbs. in 
the last 11 years. 

For these years, however, we have the weight of the 
crop, which, in millions of pounds, has been: 





Year. Mi'lion Ibs. | Year. Million lbs. 
seek |. See 
LL: ere 2,585.7 

PEI IES 50'n-0.0' s/c niecsicaanoe 3,430.5 

2 RE sa 66/ <esiaigs vecsie’ xisieied 2,739 0 

ee ER ee 2,400.2 TE Sa. v.n:cie. <cc'ennoses's 5 oe 








MOTO cc. Seaeets eeatvore 2,772.4 
Thus there have been but two crops which greatly 
exceeded those of 1883 and 1884, and these latter were 
poor?rather than small, the acreage having been much 
larger than in previous years. Taking the value of 
the cotton exports of the year as the measure of the 
value of the total production, the crop of last year 
was worth $29!,000,000, which is perhaps two-thirds 
the value of the wheat crop of the year, and a little 
smaller proportion of the value of the corn crop. 

The average crop for the last six years, which in- 
cludes about all the time since the war that the cot- 
ton country has been fairly able to do justice to its 
capacity for production, has been 2,913 million 
pounds, so that last year was 6 per cent. and 1883 54 
per cent. below this average. The yield per acre, 
however, was especially light last year, having been 
forsix years, in pounds: 

1879. 1880. 1881. 1882. 1883. 1584. 
193 19814 153% 218 164 156 

This shows why last year’s crop was called a light 
crop ; the yield was less than in any other year of the 
six except 1881, and 134 per cent less than the aver- 
age yield of the six years, which was 180} lbs. per 
acre. This average yield would have given 427} 
million pounds more cotton than wasactually gathered 
last year, worth at the export price $45,600,000. The 
average applied to the acreage of 1885 (and we proba- 
bly have as much as an average crop, after allowing 
for the damage done in August) gives 3,221 millions of 
pounds, or 6,903,000 bales, as large as last year’s and 
about 3 per cent, less than our largest crop, that 





of 1882. A yield of 200 lbs. per acre, which seemed 
probable until the bad weather of August, would have 
given 3,680 millions of pounds, or 7,648,000 bales. 
With favorable fall weather the crop may easily go 
above 7,000,000 bales, and be 234 per cent. more than 
last year, a fact which accounts for the signs of im- 
proving business in the South, especially as the grain 
crops there, the acreage of which probably exceeds 
the cotton acreage, were exceptionally good this year 
—better than the cotton. But we set out to consider 
last year’s crop, not this year’s. 

The receipts at the different seaboard markets varied 
less thanZusual from those of the previous year, the 
mostnotable changes being an increase of 20% per cent. 
at Charleston, and of 74 per cent at Savannah, and a 
decrease of 204 per cent. at Galveston, with large de- 
creases in the rail receipts of the northern ports. These 
latter, all ports north of Norfolk, received directly 
from the interior, 416,592 bales in 1883-84, and only 
255,191 in 1884-85—a decrease of 39 per cent., while 
there was a decrease of only 14 per cent. in the total 
seaboard receipts. This seems to have been largely 
due to larger shipments by rail directly to the manu- 
facturers, which are reported to have increased 97,345 
bales (184 per cent.), while the decrease in rail ship- 
ments to northern ports was 161,201 bales. 

What is called the ‘‘overland “ movement, which in- 
cludes shipments directly by rail to northern ports 
and inanufacturers—all that is not first sent to some 


southern port or manufactured in the South—was 
less last year than in any other since 1879, For 11 
years this movement has been, in bales and percent- 
ages of the total crop : 
P. ¢ P. ¢ 

Year. Bales. of crop. Year, Bales of crop. 
1874-75 461,751 ro; 1880-8i.... 1,090.067 16.5 
1875-76 703,780 15.1 | 1881-S2.... 1,134,788 20.9 
1876-77 636,886 14.2 ' 1882-83 ... 1,217, 215 17.4 
1877-78 693,640 14.4 | 1883-84.... 1,049,070 18.3 
1878-79 ... | 893,619 17.6 | 1884-85.... ‘991.960 17.5 
1879-80 1,181,147 20.5 





Thus there seems to be no tendency to an increase 
in this movement. The proportion of the crop so 
marketed was no larger last year than in 1878-79 and 
much below that in 1880 and 1882, and also below the 
average of the last six years, which was 18.5 per cent. 
of the crop. It mighi be supposed that the proportion 
would tend to decrease, because the increase of pro- 
duction is largest where the distance from the north- 
ern ports and manufactories is greatest, namely, in 
Texas. But it is questionable whether the diversion 
of cotton from sea to rail has not been greater in Texas 
than in the rest of the country. Light will be shown 
on this by the numbers of bales shipped overland by 
different routes, which have been as follows for the 
last five years : 





it80-81 nye 28 1882-83 1885-84. L¥84-85. 
| ne 1,090,067 4,788 1,217,215 9, 991 960 
From St. Louis. . 401, 948 161.054 2y 1,863 
ver 
Miss. meore St. L’s.. 140,024 111,54 
| eae 38,817 22,493 
Cairo & "Vincennes 120,404 198,242 
Ev. & Terre Haute. 27,971 27,799 
Jeft., Mad. &Ind.... 86,157 
Ohio & Miss... re $2,542 
Cin. & Le . 43,713 
Ohio kiver to. (Cin.. 69,064 
Cin. So 78,186 75,255 
Other routes........ 28,118 70,044 
- | ae 138,128 17, 168 10,443 





Thus there has been a notable decrease since 1883 in the 
cotton crossing the Mississippi at S. Louis and above, 
which is probably nearly allsuch as is brought from 
Arkansas and Texas by the Iron Mountain and the 
Missouri, Kansas & Texas, and that received by steam 
boat at St. Louis. These shipments (at St. Louis and 
above) were 494 per cent. of the total overland movement 
in 1880-81, 43!4 in 1881-82, 47 in 1882-83, 36} per cent. 
in 1883-84, and only 314 per cent. last year. The de= 
crease here from 1884 to 1885 was 70,461 bales, while 
the decrease in the total overland movement was but 
57,110 bales ;: so the decrease from 1883 to 1885 was 
262,013 bales at St. Louis and above, and but 225,253 
bales in the total overland movement. 

Thus we find in what we may call the St. Louis 
business the whole decline. It is a natural conse- 
quence of the smaller Texas crops that there should 
have been some decrease, but it was larger in propor- 
tion (being 464 per cent.) than the decrease in the 
Texas and Arkansas production, possibly because the 
New Orleans Pacific now takes some cotton from the 
Gould roads to New Orleans which formerly would 
have gone to St. Louis, and because the Kansas City, 
Springfield & Memphis carries some from Arkansas to 
Memphis which before went by the Iron Mountain to 
St. Louis. 

It will be noticed that the amount crossing the 
Mississippi above St. Louis has dwindled from large 
to very small figures, which may be due to diverting 
the Missouri, Kansas & Texas shipments from its own 
line, to Hannibal, to the Missouri Pacific. 

Another notable fact is the great increase in the 
shipments over the Illinois Central, in spite of the de- 
crease in the total overland movement. Its cotton 
business (north of the Ohio) was 2} times as great last 





year as the year before, and six times as great asin 
1882-83. There was also a large gain last year by the 
Evansville & Terre Haute, but a large decrease by the 
lines carrying from Louisville, while the movement 
via Cincinnati was not greatly changed. Thus the 
movement from different river points has been : 


1880-81. 1881-82. 1882-83. 1883-84. 1884-85. 
491,296 572,648 361, 096 310,635 
162,985 220,735 533 306,424 
14,929 27,799 "30780 49,734 
240,000 165,853 221,887 103,234 
195,111 123,777 97,328 131,969 

The movement from Cairo and Evansville was larg- 
est last year, from St. Louis and Louisville was small- 
est last year ; from Cincinnati, it was the largest for 
three years, but less than in 1881 and 1882. 

There is a large number of interior cotton markets 
of more or less importance, receiving from 20,000 to 
70,000 bales yearly. The greatest of the older ones is 
Memphis. St. Louis surpassed it in receipts in 1879- 
80, and again in 1881-82, but has been far behind it 
for two years. But the greatest of these, since 1880 at 
least, is Houston, Tex.. until this year, when it falls 
behind Memphis. Last year there were eight of these 
interior markets which received 100,000 bales or more. 
Of these Montgomery, Ala., Atlanta and Louisville 
received more than in any previous year since 1879 at 
least ; St. Louis, Cincinnati and Houston less. The 
receipts of the more important of these interior mar- 
kets have been : 


St. L’s and above.. 
| A 15 
Evansvil'e....... . 
Louisville .......... 
Cincinnati .. ...... 








Year to Louis- Cincin- 

Aug. 31 = ville. nati. ~ St. Louis. Houston. 
1880. . 409,809 314.219 485,002 ........ 
Rae 47 7 — 267 325,371 402,706 669,190 
pe ),2 395,453 382,306 413,806 
1883. . 383,131 463,311 714,973 
a 2 308,387 300,662 521,037 
nee 195.744 276,636 290,954 403,726 





What is noticeable here is the apparent sudden 
development of a cotton market at Louisville. The 
small receipts at Houston for two years reflect the 
bad crops of Texas, from which alone it receives cot- 
ton; but as cotton-growing increases faster in Texas 
than elsewhere, it is still probable that Houston will 
be the greatest interior cotton market hereafter, as it 
has been in four out of the last five years. 

Among smaller yet important markets, Dallas, Tex., 
received more in 1879-80 than in any year since, and last 
year not half its average receipts heretofore; Vicksburg, 
in spite of the assistance of the Vicksburg & Shreveport 
Railroad, completed a year ago, received less than for 
three years previously, perhaps because the new railroad 
from Memphis to New Orleans carries the cotton of 
the Yazoo Valley directly to New Orleans; Atlanta 
received more than ever before since 1879 ; Rome, Ga.. 
less than ever before; Little Rock, in spite of the bad 
Arkansas crop, more than ever before. 

The aggregate receipts of the interior markets 
reported in each cotton state which has important 
markets have been 





Year to 

Aug. 31 ’ orgia Alabama Miss Teunessee. Texas. 
i ae 3.101 277,485 84,372 491,147 se 
1851 606, 401 262,204 560,004 796,341 
1882 .. 566,128 218.921 > 399,107 484,131 
1883... ... 601,732 288,769 156,517 356,287 825,544 
1884 .. 923,997 220,051 174.508 504,002 603,641 
1885 ....... 539,134 284,257 118,694 471,247 457,790 


The markets reported are : 

Georgia.— Augasta, Atlanta, Macon, Griffin, Rome, 
Jolumbus. 

Alabama.— Montgomery, Selma, Eufaula. 
Mississippi.—Vicksburg, Columbus. 
Tennessee.—Memphis, Nashville. 
Texas.—Dallas, Jefferson, Palestine, 
Houston. 

The seaboard markets receive a great deal of cotton 
from very distant points; but we may not assume that 
the places above receive only from their immediate 
vicinity; Memphis especially gathers cotton from a 
large territory, and Houston from most of the cotton- 
growing country of Texas. 

The percentages of the total crop received at the 
North Atlantic ports (Baltimore, Philadelphia, Boston 
and Portland), the South Atlantic ports (Norfolk, 
Wilmington, Charleston, Beaufort, Savannah, Bruns- 
wick, Fernandina and Jacksonville), and Gulf ports 
Mobile, New Orleans, Galveston and Indianola), have 
been : 


~ 


Brenham, 





Year. N.Atl. S. Atl. Gulf. , Year. N. Atl. S. Atl. Gulf. 
1875-76....... 6.77 34.13 4885 | 1880-81.....7.48 40.52 41.15 
1876-77.......6.21 37.83 45.991 1881-82... .9 56 42.04 35.24 
1877-78.......6. 36.20 47.23 | 1882-83. ...7.39 37.36 41.34 
1878-79. ....6.75 38.89 42.01 | 1883 84..... 7.29 36.01 41.59 
1879-80 .....9.07 36.84 40.96| 1884-85.....4.49 40.06 39.70 


Thus the receipts of the Gulf ports were the smallest 
proportion of the crop for ten years with one excep- 
tion. These ports are likely to have a larger propor- 
tion of the crop when exports are large than when 
they are small, and when the whole cropis small, ex- 
ports usually decline more in proportion than the pro- 
duction, though this was not the case last year, when 
the exports were a little larger, though the crop was 
a little smaller than the year before. Of course the 
abundance of the crop in the different sections has 
much to do with the receipts at the differeat places 
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and the decrease in production last year seems to have 
been greatest in Texas and Arkansas. 

The changes in the percentages of the different 
ports were not very great, but taking the whole ten 
years, there are some significant variations. New 
Orleans, the great cotton market, has received from 
21.9 per cent. of the crop (in 1881-82) to 30} per cent. 
(in 1875-76), and a larger share last year than before 
for six years, taking nearly twice as much as any 
other port. Norfolk, which now stands second, and 
has had that place for six years, Savannah having 
usually surpassed it before, and sometimes Galveston, 
does not rise in rank now, and having had its maximum 
share (14.96 per cent.) in 1881-82, has had on the aver- 
age 13.88 per cent. for six years, and 13.67 last year. 
Charleston does not change greatly nor show 

tendency to increase or decrease its share. It has 
averaged 9.23 per cent. for the last ten years, 
9.00 for the last five, and had 9.22 last year. Savannah 
also holds its own quite steadily, with 12.46 per cent 
for the last ten years, 12.61 for the last five years, and 
12.54 last year. Mobile is falling far behind, its share 
growing smaller every year since 1878, when it was 
8.71 per cent., till it became 4.18 last year. Galves- 
ton promised three years ago to take second 
place soon, receiving then 12.69 per cent. of the crop, 
while its average for the seven years previous had 
been 10.10 per cent.; but the bad crops in Texas 
brought it down to 10.63 per cent. in 1884 and 8.52 
last year. Besides good crops in Texas it needs a bet. 
ter harbor to enable it to become the great export 
market for Texas. 

The exports changed more than the receipts last 
year. New Orleans, whose receipts were almost iden- 
tically the same both years. exported 8 per cent. 
less last year than the year before, and 
had asmaller percentage of the total exports than in 
any previous year except 1881-82. So at Galveston 
there was a decrease of 34 percent., and at Mobile 
one of 24 per cent. There was also a large decrease 
at Philadelphia. These decreases were made up 
chiefly by an increase of 24 per cent. at Charleston, 9 
per cent. at Savannah, 26 per cent. at Norfolk and 
othe~ Virginia ports, and 20 per cent. at New York. 

«ports from New York were the largest for many 
yvars, the reason for which is not obvious. The ex- 
ports from the North Atlantic, the South Atlantic and 
the Gulf ports for six years have been : 


a 


Perts : 1879-89 1880-81. 1881-82. 1882-83. 1883-84 1884-85. 
North Atl. 947,594 967,032 1,050,239 1,216,728 1,072,268 1,164,406 
South Atl.1,062,310 1,887,044 1,055,771 1,252,310 959,012 1,145,740 
a 1,855,502 2,240,636 1,483,425 2,175,608 1.883,137 1,627,277 

P.c. of total. 

North Atl. 24.5 21.0 29.3 27.7 27.4 29.6 
Soute Atl. 27.5 30 2 29.8 264 245 29.1 
RCE 48.0 18.8 41.4 45.9 48.1 $1.5 


Thus the Gulf ports had an unusually small share 
of the e~ .orts last year. For seven years previous to 
1880 they had exported from 49.7 to 56.8 per cent. of 
the whole ; the South Atlantic ports from 20.3 to 32.6, 
andthe North Atlantic ports from 17.7 to 22.9 ; thus 
since the cotton production has become large, there 
has been a reduction of the proportion exported from 
the Gulf ports, which in no year of the last six have 
reached the minimum percentage of the previous seven. 
What they have lost has gone chiefly to the North 
Atlantic ports. The South Atlantic ports had their 
largest percentage of the exports in 1579 (32.6), 
and their average of the six years previous 
25.1 per cent., against 27.8 for the fol- 
lowing (last) five years. The North Atlantic ports 
never exported as much as 23 per cent. of the whole 
before 1880 for seven years; never as little since. 
Their average for the last six years has been 26.6 per 
cent.; for the seven years previous it was 19.7 per 
cent. 

Thus the southern ports, while receiving their full 
share of the increased production of cotton, do not in- 
crease theirexporits in proportion, but a considerably 
larger proportion than formerly of what they receive 
is sent to a Northern port to be exported. 


was 





AUGUST EARNINGS. 








The large table published this week has reports of 
the August earnings of 86 railroads, whose aggregate 
mileage is about 54 per cent. of the mileage worked in 
the United States—a larger mileage than ever before 
given in a monthly table, yet not fairly representative 
of the whole railroad system, as it has very few re- 
ports from New England, and does not include the 
most important railroads west of Pennsylvania and 
east of St. Louis and Chicago. It is, however, as 
nearly so as possible, and affords unusally abundant 
material for a judgment of the condition of railroad 
business last August. 

The aggregate mileage and earnings and the average 
earnings per mile of the 86 railroads reporting were : 


1885. 1884. Inc. or Dec. P.c 
Miles.. .. 7,378 65.216 + 2,162 3.3 
Earnings... : + $35, 738, 831 $38,330,956 — $2,502,125 6.8 
Earn, per mile.. 530 588 5 9.9 


The decrease in average earnings per mile is larger 
than in any other month of this year except May, 
having been in successive mouths : 
Jan. Feb. March. ape. May. 

1.2 6 net 


3.2 7.0 

The August decrease is the more unfavorable be- 
cause August was a bad month ‘ast year, when our 
table showed a decrease of 12.1 per cert. from the 
average earnings per mile in 1883, in which latter 
year, however, earnings were good. 

Five-ninths of the whole decrease of $2,592,000 in 
earnings was by the 14 railroads east of Ohio and 
north of the Potomac, which have but 15 per 
cent. of the total mileage, and six-sevenths of the re- 
mainder was by 18 lines in the territory next west, 
east of St. Louis and Chicago, aud by 14 roads west 
and northwest of Chicago. Below the changes in 
total earnings and in earnings per mile are given for 
each group of roads: 


June. July, Aug. 
4.8 48 9. 


1885. 1884. ‘nc. or Dee. P.c. 

. W. of St. Paul.... .. 2,442,453 $2,296,432 + $146,021 6.4 
"ee mile .. sdietoean 340 349 — ®9 26 
Far West & Pac . ‘aac 4,323,273 4464186 — 140,913 3.2 
RUN ccs seme ennks 491 521 30 «5.8 
W. & N.W. of Chicago.. 8, —: 8,626,671 — 494,757 57 
OED. wiicas. axons 493 — 51 10.3 
W. & 8.W. of St. Louis. 1 port 77 =: 1,062,599 60,422 5.7 
Pipes EE weuntaknceeas 306 338 - 32 9.4 

v. of the Ohio.. ... 4,527,782 4,818,386 490,604 10.1 
~— ee , 514 572 - 58 10.1 
S. of O. and E. of Miss. 4,072,923 4,188,744 — 115,821 2.8 
Per MMS. 5 ossscccces 365 381 — 16 42 
E. of Ohio.. . .... .....11,438,309 eee ~1 435,629 11,2 
RS a) sacendonans 1,127 1,2 161 12.5 


Thus in only one group is there any increase of total 
earnings, and in that, northwest of St. Paul, it is due 
solely to the Canadian Pacific, which has a large gain 
in mileage over last year. Even in this group there 
is a decrease in earnings per mile. But there are 
numbers of roads, as usual, which show gains. There 
are 22 in all which have an increase in earnings per 
mile; of these, 12 are Southern roads, and only three 
have, after their increase, as much as the average 
earnings per mile ($530), while the average of 13 of 
them is still less than $300 per mile. Moreover, the 
roads gaining are mostly small roads, only the Denver 
& Rio Grande and the East Tennessee having 
as much as a thousand miles of road. The larger 
gains by roads earning as much as $400 per mile this 
year are 83 per cent. by the New York & New Eng- 
land, 7% by the Norfolk & Western, 10} by the Rich- 
mond & Danville, 10} by the Belleville Line of the 
St. Louis & Terre Haute and 203 by the Denver & 
Rio Grande, which seems to be getting prosperous 
again. There are large decreases by many im- 
portant railroads, most of which we have commented 
on heretofore. The largest in amount are by the 
Pennsylvania, the Reading, the Grand Trunk, the 
Wabash and the Chicago, Burlington & Quincy. The 
aggregate decrease of these five great systems was 
$1,770,488, which is more than half the aggregate 
decrease of the 56 roads that report a decrease. The 
Wabash compares its earnings this year with those 
only of the same mileage last year, not including the 
earnings it had then from the large mileage it hag 
dropped since as unprofitable, or as belonging to the 
holders of prior liens on such branches. This makes 
the decrease of 20.7 per cent. in its earnings the more 
formidable. The losses of the four great Eastern sys- 
tems follow losses last year, and compared with 
August, 1883, they make the following sorry showing : 





1885. 1883. Decrease. P.c 
Grand Trunk..... - $1, pgs $1,491,596 $338,284 227 
Die nikenu inane les 348 2,068 ,464 631,116 30.5 5 
Pennsylvania........ 30360406 4,775,380 819,074 172 
OE See 2,940,749 3,538,033 597,284 16.9 
BO BIE: 5505 ose $9,487, 713 $11,875, 473 $2,385,758 20.1 


The low through rates have greatly affected all 
these roads but the Reading, and the depression in 
the iron and coal business all of them but the Grand 
Trunk. The Erie, which has suffered most, has less 
through business and much less iron business than 
the Pennsylvania, but its through business, owing to 
the opening of two new lines to Buffalo, has probably 
been reduced most, and its passenger rates, owing to 
the contest between its near neighbors, the West Shore 
and the New York Central, been more affected. 

Among Southern roads we notice that the Chesa- 
peake & Ohio not only earned 14 per cent. less than 
last year, but 214 per cent. less than in 1883, yet more 
than in any previous year; the Cincinnati Southern 
earned a trifle less than in 1883, but more than in any 
previous year; the East Tennessee’s gain left it below 
its 1883 earnings ; the Southern Division of the Illinois 
Central earned less than in any other year since 1880 
except in 1882, in spite of a considerable increase in 
mileage and:that the South Carolina’s earnings, though 
much more than last year, were less thanin any other 
year since 1879. West and northwest of Chicago, the 
important decreases are by the Burlington and the Chi- 
cago & Alton; the roads further north have generally 
small losses or small gains. Excluding these two roads, 





the other 12-show a decrease of only $139,000, or 2} 





per cent. Southwest of St. Louis we have gains in 
Texas and losses in Missouri and Kansas; west of 
Kansas City and Omaha, gains in Colorado only. 
Below we give the earnings per mile for six years, 
or for as many of them as they are reported, of 71 of 
the 86 railroads in the large table : 
Earnings per Mile in August—1880 to 1885. 


1880. 1881. 1882. 1883. 1884. 1885. 

Ala. Great Southern... . $202 $235 $254 $317 $297 $267 
Atch,. Top. & S. F...... 488 599 667 655 585 520 
Boston, Hoosac'’.& W..  .. elie 296 «#4543 8=6—494 
Burl, C. R. & North 326 371 349 326 303 228 
Canadian Pac............ .... cane $35 814 226 205 
Central Iowa............. 419 521 536 300 240 2236 
Charlotte, Col. & Aug. 181 210 148 173 130 152 
Chesapeake & Ohio.. 596 604 737 738 670 575 
Chicago & Alton.. 906 916 1,008 1,043 1,012 852 
Chic. & E, ill.. 599 «6 71L— 697 627 587 5681 
Chic. & N. W 685 801 665 668 539 50°: 
Chie. & W. Mich | * 2700 «633760 340 3869) 3310 2683 
Chic., Burl. & Quincey. 678 686 646 772 724 635 
Chic., Mil. & St. P. ..... 319 442 BES 407 380 358 
Chic.. St. P..M. & Om 314 393 406 423 361 360 
Cin., Ind., St. L. & Chie. 557 728 694 737 712 582 
Cin., N. O. & Tex. Pac... 443 678 689 718 704 709 
Cin., Wash. & Balt...... ieee an 715 677 629 488 
Cleve., Ak. & Col........ 244 253 296 356 334 313 
Oleve., Col., Cin. & Ind..1,203 1,022 92t 1,143 89 822 
Denver & Rio Grande... 777 648 507 405 362 436 
Des Moines & Ft. Dodge. 337 613 336 267 249 86201 
Det.. Lansing & N...... 73 5&3 596 586 448 404 
E Tenn., Wee Giese. 244 282 321 330 284 299 
Eliz , Lex. & Big Sandy. ; al 417 583 640 4n4 
Evansville & T. H 400 654 564 597 506 
Flint & Pere Marquette. 410 495 479 587 4382 430 
Fla. Ry. & Nav........ seas ts 148 105 104 
Ft. W orth & "Denver “ va ‘ ee 284 338 303 
Grand Trunk......... oatne nie’ 590 643 475 395 
Gulf, Col & 8. F ‘ 387 354 367 246 274 
Ill. Cen., Lil, lines : 6458 732 747 695 593 601 
Ili. Cen., Iowa lines.... 343 488 399 414 322 290 
Ill. Cen., So. D.v..... 413 473 409 488 472 351 
oe. , Bloom. &W.. 550 0 401 460 430 456 
K. C., Ft. Scott & Gulf. 303 372 433 449 473 428 
Seto CR cas 2.0 sans as 484 464 454 319 
Long Island........ ... a 891 1,011 1,113 1,1:0 1,076 
Louisville & Nashville. 481 476 515 606 541 535 
Marquette. H. & Ont. ‘ 1,76L 1,715 1,633 850 738 
Mempbis & Charleston... Rh: 276 B51 393 328 
Milwaukee & Northern read aes 217 177 189 
Mil., Lake Shore & W. wae 238 261 309 246 256 
Mobile & Obio......... 278 «489318 260 297 272 £259 
Nash., C. &8t. L....... 372 456 352 391 386 314 
N.Y. & NewEng....... 791 788 868 945 752 818 
ae * wy SW ssess 1,639 1,809 1,715 1,924 1,427 1,337 
he eo eae &34 811 927 1,322 843 77 
N. Y.. Sus. W Asian asl sae aaa aki 705 720 689 
Norfolk & Western ee 438 519 520 454 489 
Northern Central.... ...1,892 1,528 1,944 1,824 1,585 1,402 
Northern Pacific.... .... 309 576 559 542 421 361 
i 4 ee oan eee 759 575 561 
Pennsylvania............ ai 989 1975 2,391 2,307 2,148 1,728 
Peoria, Dec. & Ev .. 238 348 208 301 320 315 
Phila. & Reading.. ..1,811 2,013 1,976 2,268 2,115 1,885 
Richmond & Danville. 339 389 392 420 387 27 
Rochester & Pittsburgh. ie aR ° 300 383 366 

St. L , Alton & . 3 

Mainline .. ..... 773 644 855 730 617 604 
Belleville Line. . .. 546 26 727 520 422 465 
St Louis & San. Fran.. 452 443 578 493 560 447 

St. L., Ft. Se.& Wich.. .... gee _ 191 274 27 
St. Paul & Duluth...... . 417 534 669 556 542 
St. Paul, Min. & Man... 255 479 758 466 408 357 
South Carolina......... 312 336 0 0©=—- 323 347 40862362 2098 
Vicksburg & Meridian sae 22 194 227 249 £45 
Vicks., Shreve, & Pac.. ; ‘ 92 138 155 190 
Virginia Midland....... 383 408 560 4:6 411 
Western N. Carolina... . ; 162 225 178 171 
West Jersey. owe 1.071 1,126 1,149 1,188 1,058 
Wisconsin Central... ... 165 185 279 237 245 


An examination of the above table shows that the 


earnings per mile 


Of 54 out of 71 roads weve less in 1885 than in 1884. 
on “9% 


—_—s oS ee ee 
ana «= « + & * 1882. 
Of 38 + “35 * 1881, 
Of27 * 45 1880. 


Moreover, the list is Siitiealiiead by the number 
of roads whose earnings per mile last August were 
less than in any other of the six years. There are 26 
of these, and among them such important lines as the 
Chesapeake & Ohio, the Chicago & Alton, the Chicago 
& Northwestern, the Chicago, Burlington & Quincy 
the Cleveland, Columbus, Cincinnati & Indianapolis, 
the Grand Trunk, the Southern Division and the 
Iowa lines of the Illinois Central, the Mobile & Ohio, 
the Nashville, Chattanooga & St. Louis, the Erie, the 
New York. Pennsylvania & Ohio, the Ohio & Missis- 
sippi, and the Pennsylvania. On the other hand, only 
two roads, the Richmond & Danville and the Vicks- 
burg, Shreveport & Pacific, had larger earnings per 
mile this year than in any other. ~ 

This shows extremely unfavorable earnings. The 
reports for September, now coming in, are generally 
much more agreeable to contemplate. 











September Earnings. 


September earnings have now been reported by 25 
railroads, of which 17 have an in crease compared 
with last year, and their aggregate earnings were: 

1885. 1884. Increase. P.c. 
Earnings.... $14,227,351 $13,866,936 $360,415 2.6 


This contrasts very favorably with the August report: 
but none of the roads which had very large de- 
creases in August have reported for September yet. 


But of these 25 roads, all but five make a more 
favorable showing than in August, having a 
larger increase or a smaller decrease, or having 


transformed a deciease into an increase. Indeed, in the 
aggregate 24 of them had a decrease of $438,178 in 
August, against an increase of $170,415 in September. 
The greater changesare by the Milwaukee & St. Paul, 
the Chicago & Northwestern, the St. Paul & Omaha 
the Manitoba and the Oregon Railway & Navigation 
Co.—all roads in the spring wheat country. 

Indeed, the reports of September earnings of the 
railroads northwest of Chicago are generally quite 
favorable, compared with last year, and less un- 
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favorable compared with 1883 than for several months 
previous. 

Of the three great companies whose outlets are at 
Chicago and Milwaukee, all earned more than last 
year—the Milwaukee & St. Paul, 3} per cent.; the 
Northwestern, 14 per cent., and the St. Paul & 
Omaha, 8} per cent. more. Northwest of St. Paul 
the Manitoba, which has been having large losses 
for months past, has a slight gain, and, indeed, 
has but a moderate loss when compared with 1882, 
when the Canadian Pacific and Manitoba traffic was 
greatly swelling its earnings. For this and all these 
roads northwest of Chicago September is the first 
month that earnings have been much affected by the 
last harvest. The Northern Pacific shows a decrease 
compared with last year, but it is less than 3 per cent. 
The Canadian Pacific has a large increase, but it is 
smaller thanin August. Further south the Illinois Cen- 
tral has a considerable gain on its Iowa lines, which 
have for months before shown large losses; and its Illi- 
nois and Southern lines together have three times as 
large a gain asin August. The Chicago & Alton, on 
the other hand, has the large decrease of 17.7 per 
cent., which 1s more than in August ; the St. Louis & 
San Francisco has a considerable decrease, but less 
than in August. In the South, the Louisville 
& Nashville has a smaller decrease—an_ incon- 
siderable one. The Eastern Illinois transforms its 
August loss into a September gain twice as large as 
the loss; the Cincinnati, Indianapolis, St. Louis & 
Chicago loses largely, but not nearly so much as in 
August ; the Detroit, Lansing & Northern has the first 
gain for a long time; the Indiana, Bloomington & 


Western, which had a considerable gain in August, 
has a small loss in September ; the Peoria, Decatur & 
Evansville had larger earnings than ever before in 
August; the Long Island and the Ohio Southern 
change losses for gains. 

The September earnings of some of these roads have 
been for the year: 

1881. 1882. 1883. 1884. 1883. 


$ 
Chic , Mil. & St. P.. tying 1,950,710 2,22',€84 2,201,241 2,274,000 
Ww 292,676 —_ = 2, 








Chis. & N. 1 647,268 2,346,914 2,383,306 
C., 8t.P,M. & ‘ ora BO 5x2, 2 523, 402 i 4 65 ‘ 
St. P.M. & 485,736 832, 778 777,804 

Northern Pac . 506,082 772,838 1,194,711 ; 

Ill. Cen. in Iowa, 182,438 193,170 201,906 150,862 162,931 
ll — in Il. & § 

Di 988,912 938,385 1,045,902 887,981 917,189 
Cc putkat lowa.. 112,524 115,651 148,989 142,657 
Chie. & 4item........ 912,692 954,045 916,963 751,290 
St. L. and San Fran. 339,5 383,052 454,527 398,500 
Chie. BE. Bec siascce 172,235 158,226 153/874 165,506 
Cin, = L&C. 265,044 249,886 218) Ys 220,19: 
CaS ) eee 288,253 292,865 245,220 212,401 


Peoria, bee. € 8. 65,524 257 71,363 78,608 


6 
120, 7#@ 127,393 





Det., Lan & Nor.. 9 1 2 56,036 i 
Louisville & No. ce. 951,566 1,314,518 1,354,179 1,145, 400 1,220,076 
Long Islard.... ..... 213,621 267,706 285, 826 303,961 315,418 


Thus it appears that many of the roads which have 
an increase over last year’s earnings have a decrease 
compared with 1883 or earlier years. Nevertheless 
there is a favorable turn, and an arrest to the down- 
ward tendency is encouraging. 








Chicago Live Stock Receipts. 


While the movement of other farm products in the 
Northwest this year has not been all that could be de- 
sired, espec‘ally since April, there has been a large in- 
crease in live stock, which in hogs has been very large. 
The receipts at Chicago for the nine months ending 
with September show an increase of one-twelfth in 
the number of cattle, of nearly one-fifth in the number 
of sheep, and of one-third in the number of hogs. The 
latter is especially significant, showing that the large 
corn crop of 1884 has had a greater effect than appears 
from the corn movement itself. The increase of 

091,000 in the number of hogs received at Chicago 
alone accounts for several times as much corn 
as the increase of 5,000,000 bushels in the re- 
ceipts of corn for the same time at all the North- 
western markets. The receipts of hogs continue to be 
very large, having been in September 48 per cent. 
more than last year, when, however, the receipts 
were exceptionally small. For September and the 
nine months then ending the Chicago hog and cattle 
receipts have been : 


--——-Hogs.-—-—. ——Cattle.—— 
Year. Sept. 9 Months. Sept. Months. 
Ce ee 374 67 4,321,012 = 171,368 1,392,978 
SOR Sc olvisnden aveacaes: Se 3:230,140 167,801 1,285,417 
ISBS .. .......se0000e. BO¢.986 3,482,493 172/388 1,328,593 
nw ST 3,849, 590 165,804 1,113,543 
ee -. 467,820 4.402.634 144,729 1,103,056 
1880 . 393,364 4,733,949 126.373 1,013,204 
1870 392.181 4,258,898 120,238 900,351 
1878 315,470 9 4,196.308 96,458 789,347 





7 .. 242,538 2'664,438 6,073 802,555 

The receipts of hogs, both in September and for the 
nine months this year, are the largest since i881, but 
they were exceeded in 1879, 1880 and 1881 in Septem- 
ber and in 1880 and 1881 for thenine months, these 
three years being years of extraordinary exports, and 
of great prosperity at home. Thus the indications are 
that we shall soon have as large a production of pork 
as ever before, though perhaps not as great ex- 
ports as in the previous years of large produc- 
tion. The cattle recepts show a continuous in- 
crease, interrupted only last year, when the re- 
ceipts were a little less than in 1883, 





Compared - 


with 1878, the first year of a great increase in the Chi- 
cago live stock receipts, the receipts of hogs this year 
have been but one and a half per cent. greater, while 
the increase in cattle receipts has been no less than 77 
per cent. This is usually a profitable traffic to the 
railroads west of Chicago, and, until recently, was 
for the lines further east, but for some years past the 
latter have quarreled over it rather more than over the 
other freight, and have made very little out of it. It 
is noticeable that more than half of the whole in- 
crease in cattle receipts since 1879 has been since 1882. 








The meeting of the trunk line presidents Oct. 1 con- 
firmed the serious purpose on all sides to do all that is 
possible to restore and maintain rates. The resolutions 
passed pledged their companies not to permit 
avy reductions in east-bound rates by their own 
officers, and not to accept at through rates traffic 
from connecting lines which have cut the rates, 
even though the cut is made wholly out of the 
connecting line’s proportion of the rate. The forma- 
tion of a plan to secure the maintenance of rates, 
which was referred at the previous. presidents’ meet- 
ing to the Trunk Line Executive Committee (vice- 
presidents and traffic managers) has been left by them 
to Mr. Fink, who returned from Europe last week, 
Apparently almost everything practicable has been 
embodied in previous plans, but the railroad 
men want Mr. Fink to devise something stronger, if 
possible. It will, probably, be some time before a 
plan is completed; but, with the present disposition of 
the railroads, that is not a matter of importance. 
Meanwhile Mr. Pierson and the passenger men have 
been in continuous session for several days, and will, 
doubtless, do all that is possible to make the passenger 
business profitable and keep it so. 








The improvement in business is indicated by the 
through shipments of freight from New York to the 
West by thetrunk lines. As we haveshown heretofore, 
in spite of the very low rates, the increase this year in 
August and previous months was small—very much 
smaller than heretofore after a reduction in rates. 
But for the five weeks ending Sept. 26 the increase 
is considerable, the shipments in each of these weeks 
this year and last having been: 

Week ending 














Aug. 29. Sept.5. Sept. 12. nt. 19. — 26. 
errr | 27,878 34 
ree 23,160 
eer “4.718 
et RRR A 10.4 20.3 





The aggregate shipments for these five weeks were 
143,258 tons this year, against 121,085 tons last year, 
an increase of 22,173 tons, or 15} per cent. This is the 
best evidence of a revival of Lusiness we have vet had. 
Ordinarily shipments fall off considerably at this 
time ; but it will not be surprising if they increased 
in the week to Oct. 3, owing to the announcement of 
an advance in rates the following week. 








The trustees to whom was committed the work of 
preparing a plan of reorganization for the Phila- 
delphia & Reading Company have definitely given up 
their task, and admit that it is impossible for them to 
complete it. It is understood that they agree that a 
foreclosure and sale of the road are now inevitable, and 
that no reorganization is possible without a large re- 
duction of the fixed charges, which can only be made 
through foreclosure. By this action the trustees have 
only recognized a fact which has been clear to outside 
observers for a year or more past. The situation of 
the Reading is desperate, and the sooner its owners 
understand that no adjustment of its affairs will stand 
which does not provide for a reduction of its interest 
debt to an amount corresponding to its ability to pay, 
the better it will be for them. 








A technical journal, to which we are accustomed 
bo look for better things, in discussing the question of 

** Large and Small Wheels,” gives us several bits of 
information which are more interesting than valuable, 
and which itseems worth while to correct. One is 
that ‘‘careful investigation and experiment have 
shown that the leverage of a 33-in. wheel on the axle 
is only 214 per cent. less than that of a 42-in. wheel, 
which is true enough; although, as the ‘‘ investiga- 
tions and experiments” which show that the leverage 
of the 32-in. wheel is 3 of the 42 in. were made by 
one Archimedes, some 250 years before the Christian 
era, and have been taken for granted for the most 
part since, it hardly seems necessary to refer to them 
so solemnly. Immediately thereafter, however, we 
are told that ‘‘the strain at the wheel-fit of the 
smaller wheel is, of cours2, increased coirespond- 
ingly, but the increase is hardly large enough to be of 
much account.” 

The increase certainly is not *‘large enough to be of 
much account,” for there is none at all. 

The ‘‘strain at the wheel-fit” tending to revolve 





the wheel on its axle is measured solely by the resist- 
ance of the bearing, which is the same for the same 
axle and load, whatever the size of the wheel. The 
force which overcomes this is supplied by the friction 
of the whee] against the rail, but as the leverage of 
this force increases with the size of the wheel its 
magnitude decreases, since it is in all cases only large 
enough to do the required work of turning the axle 
under the box. 

A few lines below, after pointing out that the 
journals of a 42-in. wheel revolve no faster at 45 miles 
per hour than those of a 33-in. wheel at 35} miles per 
hour, we have the following extraordinary deduction 
from that fact : 


‘* The time required in overcoming an obstacle like a rail 
joint or other irregularity in the track is increased in pro- 
portion as the speed is diminished, While this improves the 
riding of a car by making the blows less sudden, it dimin- 
ishes the horse-puwer needed for propulsion. This latter 
— has frequently been disputed on the ground that weight 
has to be lifted over the same elevations, and these are the 
same in number and height for small and large wheels. This 
is very true, but the time required for doing the work is, as 
we have seen, increased by a certain percentage, which di- 
minishes the power in the same proportion.” 

The diminution of ‘‘the horse-power needed for 
propulsion” by the longer time which a large wheel 
takes to pass over a bad joint which ‘‘ diminishes the 
power in the same proportion” is a new discovery 


which might perhaps be patented. 








Erie Earnings in August. 





A comparison of the earnings and expenses of the New 
York, Lake Erie & Western Railroad last August with those 
of the corresponding month last year shows (for the Erie 
proper and not including the leased New York, Pennsylvania 
& Ohio Railroad) : 

A decrease in gross earnings of............ 


A decrease in expenses Of................ j 
A decrease in net earnings of....... ...... 


$97,079, or 6.3 p.c. 
3,803, or 0.4p.c. 
93,276, or 15.0 p. e 
For eight successive years the gross and net earnings and 
working expenses of the Erie proper in August have been : 





Gross Net 
earnings. Expenses. expenses 
29 $876,125 $569, BU: 3 
4 22! 853.986 as 
5 ,606,87: 957,685 
re a eee 1.772,895 1,045,524 
1882. 1,84.,144 1,095,067 
we Oe 2,668,464 1,099,943 
1884 re 534,427 913,193 
Pa vetecekaven Nodteana 1,437,248 909,39) 527,958 


Thus the gross and net earnings were smaller this year 
than in any other August since the reorganization, and the 
working expenses the smallest since 1879. The maximum 
was reached only two years ago, when, after the Chicago & 
Atlantic was opened, this road by cutting rates secured an 
overwhelmingly large part of the business for three or four 
months—and spoiled the value of it for the next year. 
pared with 1883 there is : 

A decrease in gross earnings of... . ...... 


A decrease in expenses of pabibucamak 
A decrease in net earnings of 


Com- 


$631,116, or 30.5 p. e. 
190 553, or 17 3 p. ec. 
440,563, or 45.5p c. 
This tremendous increase is largely explained by the fact 

that the earnings were extraordinarily and abnormally large 

in 1883 in August. Compared with 1882 the decrease is 

2214 per cent. in gross and 30 per cent. in net earnings. 

Small as were the earnings cumpared with previous years, 
they were larger than in any previous month of this year, 
and the increase in August over July is larger in gross earn- 
ings than in any previous year, except 1883, since 1879. 

The lease of the New York, Pennsylvania & Ohio road re- 
sulted last August in a loss of $24,354, against a profit of 
$18,942 last year, and a profit of $131,544 in 1883. Allow- 
ing for this, the income of the Erie from both systems was 
$1,100,065 in 1883, $640,176 in 1884 and $503,604 this 
year, which are to be compared with the net earnings of the 
Erie proper in years previous to 1883. 
1883 is 54 per cent. 

The working expenses in August this year were the small- 
est for four months, and the time has come, probably, when 
a further reduction of these will be almost impossible. 

The August earnings of the leased New York, Pennsylvania 
& Ohio Railroad for the three years of the lease have been : 


The decrease since 





1885. 1884. 1883. 
Gross earnings,.... ... .. $441,331 3480,568 $754,253 
FEXPOnses..... ....0--ceeeee Dee, 464 307,845 3&0,948 
Net earnings.. : $116,86° 867 $172. 72 3 $373,305 


Compared with last year there is a decrease of 8 per cent. 
in gross and 3214 per cent. in net earnings, against 61/ and 
15 per cent. on the Erie proper, so that the leased road suf- 
fered most in proportion to its business. It had an increase 
in working expenses over last year. 

For the 11 months of the company’s fiscal year ending 
with August the earnings and expenses of the Erie proper 
have been: 


Gross earnings. 
eee $14,306,707 


Net e9rn. 
$4.528.420 


Expenses. 
$10,777,429 


BEIOHGO 0% sccscces ce 14,449,426 11,411. 053 4,205,222 
BOI GOs 00s ccccccence 16,906.69 1 li, ‘ 6, = 065 
BOR Sh 0kcscnssccoes 18,981,406 6.8 5 
1881-82 .......... 18,095,459 6, 076. 400 
1882-83 18,469,528 6,03 ',566 
Dee 15,886.238 4.703.273 
1884-85... .. 0 «2... 13,985,050 4,209,980 





Compared with last year the decreases are : 
Gross earnings. Expenses. Net earn. 
AMOURE, 2... ccc ccrcccees $1,901,158 $1,407,865 $493,293 
Br Bisicasoe Receweres +00 12.0 12.6 10.5 


Compared with 1883 the decreases are : 


Gross earnings. Expenses. Net earnings 
Amount......... ..... $4,484,448 $2,660,862 $1,823.586 
Bp weernin save seese sacs 24.3 21.4 30.2 


The decrease in net earnings since last year is compara- 
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tively small, but the decrease from 1883 is very large, of it- 
self equal to the entire interest on the $30,000,000 of second 
consolidated bonds. 

The leased Ohio road netted a loss of $200,375 for the 11 
months ending with last August, against a loss of $312,592 
last year, and a profit of $286,686 for the four months that 
it had been worked in 1883. Allowing for these losses and 
profits, we have as the income fromthe two roads : 

1883. 1884. 1885. 
$6,520,252 $4,390,681 $4,009,606 
which should be compared with the net earnings of the Erie 
proper previous to 1883. The decrease from 1883 is 36 per 
cent., but from last year it is only 8.7 per cent. The sum is 
smaller this year than in any other since the reorganization, 
except 1878-79, and dearly as small as then. 

The restoration of through trunk-line rates ought to be of 
very great advantage jto this road, which very much needs 
an improvement in its net earnings. 








Chicago, Burlington & Quincy Earnings in August. 





The one favorable feature of the August report of this com- 
pany is the very small increase in working expenses. For the 
previous seven months there had been an average monthly 
increase of $112,246 in these; in August the increase was 
only $3,543. But there was a large decrease in earnings in 
August, which has not been the case before since February. 
The mileage, gross and net earnings and working expenses in 
August for the last six years have been : 


Gross Net 
Year. Miles. earnings. Expenses. earnings. 
eee 712 =$ 1,834,921 $808,587 $1,025,734 
SERGE ae 3.168 2,173,945 991,478 1,182,467 
BOBS. cc ceccescss See "086,857 976,266 1,110,591 
eee | 2,495,124 1 198,527 1,296,597 
ae ‘c+ eee 2,447,494 1.118.479 1,329,015 
BEES sacscccess Ge 2,224,303 1,122 022 1,102,281 


Compared with last year there is : 
A decrease of $223,191, or 9 1 per cent, in gross earnings. 
An increase ** 3,543 3.2 * expenses. 
226,734 ** 17.0 * ss * net earnings. 

The decrease in net earnings is very large, equal to about 
30 cents per share of the company stock. The only other 
large Northwestern system reporting so large a decrease in 
August is the Chicago & Alton, which loses 15.7 per cent. 
It is the only other Chicago railroad reporting which has a 
large share of the Kansas business ; but the St. Louis & 
San Francisco had a decrease of 17 per cent., the Fort Scott 
& Gulf a decrease of 9!4 per cent., and the Atchison, Tope- 
ka & Santa Fe a decrease of 11 per cent. in gross earnings 
in August, which indicates that the decrease in Kansas traffic 
had something to do with it. Kansas shipped very large quan- 
tities of wheat in August last year, and had little of it to ship 
this year. But this does not seem adequate to explain 
the decrease on so large a system as the Burlington’s, whose 
Kansas traffic, large as it is, can be but a small part of its 
total traffic, and which has but a yery small part of its lines 
within the country which has suffered from the failure of 
winter wheat. A newspaper has offered as an explanation 
the low price of bituminous coal, the freight on which is 
wvoverned by the price in Chicago, saying that the trans- 
portation of such coal to Chicago is a large item in the com- 
pany’s business. Actually this road brought to Chi- 
cago during the whole of 1884 85,084 tons of coal, 
and it is safe to say that the gross earnings on this 
were not one-half of the company’s decrease in earn- 
August alone. It carried from Chicago 60 
per cent. more coal than it brought there (chiefly anthra- 
cite). Its Chicago coal business is certainly but a small part 
of its total coal business, but it is not likely that the rates on 
the great local business have been affected to anything like the 
same extent as the rateson the shipments to Chicago, where 
it must meet the competition of coal brought by the other 
railroads and the lakes. The corn movement, which is of 
great importance on this road, was not quite as great this 
year as last, though crops were immensely greater, but the 
difference was not great, and moreover, the movement was 
less last year than the year before, and the decrease of this 
road’s earnings from 1883 to 1884 was not 2 per cent. 

For the eight months ending with August the earnings and 
expenses of this railroad for six years have been : 


A decrease 


ings in 


Gross Net 
Year. earnings. Expenses. earnings 
1GBD.... ... ..0--- «. SIR BS7000 $6,205,277 7 062,292 
SE 13,160,180 6,873,906 6,286,274 
_ aera 12,867,479 7,115,688 5,751,791 
_ eee 15,725,032 8,261,934 9,463,098 
_ | Saar 15,798,715 8,667,936 7,130,779 
RSE e 16,410,105 9.457,201 6,952,804 


Compared with last year there is— 


An increase in gross earnings of.........-.... $61 1.590, or 3.9 p. c. 
An increase in expenses of .. 789,265, or 9 1 D. c. 
A decrease in net earnings of................. 177,875, or 2.5 p. ¢. 






The August business changed a slight gain in net earnings 
to the above loss, which is inconsiderable for so great a road 
and so large a surplus over dividends as it earned last year 
and most previous years. The decrease amounted to less than 
25 cents per share of stock. 

If the earnings of the Chicago & Alton are an indication, a 
falling off in the Burlington’s earnings may be expected in 
September also, when the corn movement was light, and 
there was a decrease in the Kansas business. A very large 
corn crop and a heavy live stock movement may make the 
last quarter of the year more favorable. 








The results of the Buffalo car-coupler testsas given in Table 
II. in our issue of Sept. 25, are slightly erroneous in one par- 
ticular. The remark, ‘‘Pin appeared to have been greased” by 
some oversight was printed one line higher than it “appeared 
inthe manuscript, and consequently it was made to the 
Perry coupler. The grease was really applied to the pin of 





Russell’s eccentric coupler, which in our table occupies the 
line immediately beneath the Perry. 








The railroads not unseldom have co-operated in making ar- 
rangements as to fares, etc., for great gatherings. but we 
have now what is, so far as we know, the first effort at their 
co-operation in advertising what they will do on such an 
occasion. The occasion itself is unique—a reunion at Mont- 
pelier, Vt., of all living members and ex-members of the 
Legis'ature of that state. This will make a more numerous 
body in Vermont than in most other states outside of 
New England, for in that state, we believe, every town sends 
a member to the Legislature, and as frequent changes are 
made, there may be many hundreds of ex-members in that 
little state. The eleven railroads of the state (and others that 
serve the state) have joined in publishing a poster, in which 
the occasion and the exercises are set forth, as also the fact 
that round-trip tickets will be sold for the fare one way at 
the principal stations of the following railroads : 

Bennington & Rutland, Boston & Lowell (Vermont 
Division), Burlington & Lamoille, Central Vermont, Con- 
necticut River, Delaware & Hudson Canal Co., Montpelier 
& Wells River, Missisquoi Railroad, Passumpsic Railroad, 
Southeastern Railway and Woodstock Railroad. The poster 
is signed by the General Passenger Agent, Manager or 
Superintendent of every one of these roads. 








Among the other novel features introduced for the con- 
struction of the great Forth bridge is an ingenious hydraulic 
spade, for removing the hard clay which is largely met with 
in sinking the caisson foundations, which is said to save a 
great amount of hard work with the pick, and which would 
seem to be capable of further use in similar situations As 
described by the engineer, it is fashioned somewhat like a 
hydraulic lifting jack, the hilt or closed end resting against 
the roof-plates of the air-chambers. When the pressure is 
admitted above the piston the latter descends, and the steel 
spade with which it is armed cuts down into the hard and 
sometimes almost rock-like clay, and detaches a good sized 
chunk or slice, which is lifted out by the workmen and placed 
in the skip. We infer from the description that the device is 
quite portable. 








An editorial paragraph in Engineering says that Baron 
von Richthofen, one of the greatest of geologists, who has 
explored fourteen of the nineteen provinces of China (every 
one of which contains more or less coal), reports in the prov- 
inces of Chan-si a coal-field of 14,000 square miles, contain- 
ing 730,000,000,000 tons of coal, which ‘in quality is the 
best anthracite, superior even to that of Pennsylvania.” 

The report is interesting, as about the first positive evi- 
dence of any considerable deposit of anthracite coal in any 
other part of the world than Pennsylvania, although the 
general fact that anthracite existed in the immense Chinese 
coal fields has been known for some years. Engineering 
computes that, taking the annual consumption of coal in the 
whole world at 300,000,000 tons, this coal field alone would 
last 2,433 years. According te the last report of the Ameri- 
can Iron and Steel Association, however, which gives che 
total coal consumption of the world as within a fraction of 
400,000,000 tons (of which Great Britain produces 160,- 
000,000 and the United States 100,000,000) several cen- 
turies must be taken off this estimate. It is still considerable, 
but making a further computation from the figures given, 
we find that the deposit would have to average, over the 
whole 14,000 miles, 23214 ft. thick (assuming the favorable 
proportion of one-third as realized in merchantable coal) to 
contain that quantity, which may be so, but which rather 
seems to indicate that some one has made a mistake in his 
decimal point. 











Chicago through shipments eastward for the week ending 
Oct. 3, including grain, flour and provisions this year and 
last, but all freights in previous years, have been, in tons: 
1880. 1881. 1882. 1883, 1884. 1885. 
38,643 60,578 32,810 43,723 49,414 62,419 

Thus the shipments of the week this year were much larger 
than in the corresponding week of any previous year and 23 
per cent. more than last year. The advance in rates an- 
nounced for Oct. 1, but which probably applied to scarcely 
any of the shipments reported, probably stimulated ship- 
ments considerably. 

The shipments for each of the last six weeks and the per- 
centage of the total going by each railroad have been : 


--——_—_—_ — Week ending .—- 
Aug. Sept. Sept. Sept. Sept. Oct. 
29 2. 12, 19. 26. 

















Tons: 29. 
Se 2.592 2,182 3,933 4,990 5,054 6, 0: 32 
SED Niuscnsene” 0d 20,870 22,835 30.986 35,308 40,034 44,776 
Provisions. ....... 7,840 10,005 13,262 11,868 9, 669 11 ‘591 
0 31,302 35,022 48,161 52,161 54,757 62,419 
Per cent.: 
C. & Grand ..00 17.1 8.1 5.2 6.9 16.3 16.5 
Mich. Cen........ 13.3 19.2 20.7 25.3 24.8 23.3 
Lake Shore...... 109 19.7 22.5 19.7 16.2 18.0 
Nickel Plate .... 16.2 9.7 11.9 8.8 10.0 12.6 
Ft. Wayne....... 13.3 14.9 11.4 15.6 12.9 11.2 
C., 8t.L:& P.... 7M 9.5 122 12.5 7.9 77 
Balt. & UObio.... 8.6 6.1 6.7 5.2 6.9 7.7 
Ch. & Atlantic.. 12.7 12.8 9.4 6.0 5.0 3.0 
, 100.0 100.0 100.0 100.0 100.0 100.0 


The gain in quantities last week, over the previous week, 
is, 20 percent. in flour, 1124 per cent. in grain and 20 per cent. 
in provisions. The total shipments last week were 14 per 
cent. more than the week before and the largest since the 
second week in May. The rail grain shipments have not 
been equalled since the first week in May, but there were 
six weeks last winter and spring before the opening of 
navigation, when they were exceeded. 

It is to be expected that the advance in rates will reduce 





grain shipments largely, but doubtless a very large part of 
the shipments this week will be consignments taken at old 
rates, billed at points west of Chicago. 

The percentages last week indicate that the Chicago & 
Grand Trunk had been making special efforts to secure ton- 
nage, in spite of the low rates, and that the Chicago & Atlan- 
tic had not sought it. The three Vanderbilt roads carried 
53.9 per cent. of the whole, and the two Pennsylvania roads 
18.9. The Chicago & Grand Trunk again stood second in 
grain receipts, carrying 18 per cent. of the whole, which is 
unusual. The Chicago, St. Louis & Pittsburgh led largely in 
provisions, with 2614 per cent. of the whole, the Lake Shor« 
following with 20 per cent., and the Chicago & Grand Trunk 
third, with 16!¢-per cent. The indications are that the ship- 
ments were on special contracts which greatly changed the 
natural course of things. 








The Northwestern wheat receipts do not become large, but 
the spring wheat markets row lead decidedly, while the win- 
ter wheat markets fall far behind the figures they showed in 
August. Chicago does not gain, and is receiving less wheat 
than before harvest, and altogether an insignificant amount 
—in no week since July as much as one-sixth of the total 
Northwestern wheat receipts. Duluth has led since August, 
with Detroit second. The difference between the receipts or 
the different markets just after the winter wheat and just 
after the spring wheat began to come forward, is shown by 
the following statement of the receipts at three winter wheat 
and two spring wheat markets for the three weeks to Aug. 
29, when the winter wheat movement was at its height, and 
for the three weeks ending Sept. 26, when the spring wheat 
movement had fairly begun : 


3 weeks to St. Lou. Toledo. Detroit. Milwaukee. Duluth. 
Aug. 29.. 1,708,478 1,169,825 1,140,492 166,337 359 ,456 
3.weeks to 

Sept. 26.. 729,596 761,184 955,736 387,525 2,077,264 


Thus in the earlier period St. Louis received nearly 214 
times as much as in the later, Toledo one-half more and De- 
troit (whose season is later) one-fifth more; while Milwaukee 
received 21¢ times as much in the latter as in the earlier three 
weeks, and Duluth nearly six times as much. The three win- 
ter wheat markets together received 4,018,795 bushels in the 
earlier and only 2,446,516 in the later period; the two spring 
wheat markets, on the other hand, received only 525,793 
bushels in the earlier and 2,464,589 in the later period. The 
latter received 42!¢ per cent.; of the total Northwest- 
ern wheat receipts in the second period, and the 
former 4244 per cent.; while in the first period St. 
Louis, Toledo and Detroit received 75 per cent. of the total, 
and Milwaukee and Duluth only 9°¢ per cent. But even this 
does not show the extent of the change at the close of the 
latter period, the week to Sept. 26, when St. Louis received 
but 183,145 bushels and 10 per cent. of the whole, against 
638,969 bushels and 31'¢ percent. of the whole in the week 
to Aug. 15; and when Duluth received 705,994 bushels and 
39 per cent. of the whole, against 149,466 bushels and 7}, 
per cent. of the whole in the week to Aug. 15. In the week 
to Sept. 26 St. Louis receipts were the smallest for nine weeks, 
and less than the receipts at Detroit, Toledo or Chicago, as 
well as Duluth, while in every week but one of the six weeks 
ending Aug. 29 it had stood first in wheat receipts. 

It is to be borne in mind that the only part of the country 
which is now shipping much wheat is that directly west of 
lake ports, which is less likely to ship by rail to the seaboard 
than the country further south. 








The corn movement has revived, and for a few weeks has 
been quite important, though not rearly so large as in some 
previous years, but it is larger than last year, when a 
corner at Chicago which forced the price up above 80 cents 
per bushel drew out as much as could be spared and got to 
market before Oct. 1—which was not much, 
sive weeks the receipts of corn at the Northwestern markets 
have been, in busheis : 
a sok ending. _———- 
Aug. 22. Aug.29. Sept.i Sept. 12. Se it. 19. Sept. 26. 
2,471,190 2 619,117 2,533,i 541 1,859,169 1,483,313 2,429,448 

It was probably the wet weather, making bad roads, which 
reduced the receipts so much in the fourth and fifth weeks 
here reported. Incomplete reports for the week to Oct. 3 
indicate receipts of about 2,450,000 bushels, and they ought 
to keep up at that rate. 


For six succes- 











The land sales of the Union Pacific Company for the eight 
months ending with August last were not half as great as 
last year, though the proceeds were but 22 per cent. less. It 
must not be taken for granted, however, that the company 
has a small land business this year. On the contrary, more 
has been sold in these eight months this year than in any en- 
tire year previous, except Jast year and 1883, when 1,166,- 
000 acres were sold. The sales from the Union Pacific grant 
down to the end of August this year were 537,591 acres, for 
$955,411; from the Kansas Pacific grant, 466,050 acres, for 
$1,847,505. The low prices received for the Union Pacific 
lands indicated that they were chiefly grazing lands. The 
$2,802,916 for which the lands were sold is a substantial ad- 
dition to the income of any railroad company. 








A better demand for lumber is reported in the Northwest, 
and the sales are said to be actually large, though the de- 
mand so far has had scarcely any effect upon prices, except 
to prevent a further reduction in them. This demand is 
significant of the condition of this part of the country, and 
shows that in spite of a failure of the winter wheat and un- 
profitable prices for all wheat, the Northwest is still able to 
make improvements. 








a A eee ee pea 
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Record of New Railroad Construction. 





Information of the laying of track on new railroads in the 
current year is given in the present number of the Railroad 
Gazette as follows : 

Augusta, Gibson & Sandersville. —Extended from Glover's, 
Ga., southwest to Gibson, 9 miles. 

Chicago, St. Paul, Minneapolis & Omaha,—The River 
Falls Branch is extended from River Falls, Wis., southeast 
to Ellsworth, 13 miles. 

Dublin & Wrightsville.—Track laid from Wrightsville, 
Ga., southwest 6 miles. 

Eutawville.—Track laid from Forty-one Mile turnout 
northward to Holly Hill, 8S. C., 12 miles. 

Florida Southern.—Track laid on the Brookville Branch 
from Pemberton Ferry, Fla., west 8 miles. ; 

Jacksonville, Tampa & Key West.—Extended southward 
to Satsuma, Fla., 3!¢ miles. 

Midland, of Indiana,—Extended from Noblesville, Ind., 
west to Westfield, 9 miles. 

Pennsylvania.—This company’s Schuylkill Valley line is 
extended northward to Leesport, Pa., 4!; miles ; also from 
Pottsville east by south to Auburn, 10 miles. 

Sinnemahoning Valley.—Completed from Keating Sum- 
mit, Pa., west 7 miles. 

This is a total of 82 miles on 9 roads, making 1,825 
miles thus far reported for the current year, The new 
track reported to the corresponding date for 14 years past 
has been : 





Miles | Miles. 
ROUG. vn cc0cctds Heneenabad NE 55. Sa qncense /aaimen 1,422 
1884 ptneiew awakens Bd 1,548 
BOBS. ccecvecnaecnem ean 4,629 | 1876 1,740 
UBBD. wi cce cececscewss os 8,081 | 1875 5 
1881 5.340 | 1874 
1880 veeeee 4,135 | 1873 Raa : ¢ 
1879 SRE as xs, osececcatwacien 5,147 





This statement covers main track only, second or other 
additional tracks and sidings not being included. 








THE SCRAP HEAP. 





Av Accommodating Road. 


Who says that the Connecticut River Railroad is not the 
people’s railroad? Two young women from Springfield were 
up in Chicopee the other day, a mile or so from the station, 
and, seeing a train coming, they flagged it vigorously with 
parasols and handkerchiefs. uch to the surprise of the 
rural population, the train stopped. The Chico people 
smiled when the flaggers began their work, but the flaggers 
had the last smile as they quietly stepped on board the halted 
train.—Springfield Union. 


Stopping. 

Can it be possible that these people who fill the aisle are 
intoxicated, every one / 

No, that cannot be: for, see! there are several ladies 
among them, 

But why do they stagger so strangely ‘ Why do they sway 
so frantically from side to side and backward and forward ? 

Perhaps it is some new kind of game that they are playing. 

Now they all fall back as with one accord, each stepping 
with great accuracy upon the toes of the person behind him. 
Now they are all shot forward like so many bags of corn pro- 
pelled through an elevator chute. 

The big man in front goes plump into the front door; the 
little fellow behind him flies across the intervening space and 
makes a bull’s eye, so to speak, of the big man’s spinal col- 
umn: and three young women fly frantically to the relief of 
the little fellow, and all five are pinned against the door like 
so inany beetles of extravagant size stuck on a cardboard. 

They must be intoxicated. 

No, the cars are approaching the depot, and these people 
ure only in the usual American hurry. We think nothing of 
it, those of us who are acquainted with the customs of the 
country.—Boston Transcript. 


Changes in Note of Bell or Whistle. 

The change in note of the bell or whistle sounded ona rapidly 
passing train is very noticeable, and is thus explained in the 
finerican Machinist : 

* Supposing two trains were running in opposite directions 
at 60 miles per hour each, and that the bell strikes when they 
are 1,156 ft. distant. Those trains would pass in about six 
seconds. It would require one second for the sound of the 
bell to reach the other train, so all the sound made in six 
seconds must be heard in five. A bell that gives alto C, 
vibrates 528 times per minute. Here are 3,168 vibrations 
heard in five seconds, which is at the rate of 633 per second, 
or not quite up to D, which requires 660 vibrations. As the 
trains approach, the vibrations get nearer, and at the moment 
when the trains pass the vibrations are heard as they are made 
at the rate of 528 per second. 

The rule holds good as the trains recede from one another. 
When they have travelled 1,156 ft., or six seconds, a person 
on either train requires seven seconds to get the whole number 
of vibrations given by the bell or whistle on the other train. 
This is equal to 452, or aimost down to B, which requires 462 
vibrations per second.” 


General Railroad ie: 





MEETINGS AND ANNOUNCEMENTS. 


Meetings. 
Meetings of the stockholders of railroad companies will be 
held as follows : 
Cincinnati, Indianapolis, St. Louis d& Chicago, annual 
meeting, in Indianapolis, Ind., Oct. 27. 
Evansville & Terre Haute, annual meeting, at the office 
in Evansville, Ind., Oct. 19. 
; ee er: d& Western, annual meeting, in Bloomington, 
il., Oct. 14. : 
Vew York, Lake Erie d& Western, annual meeting, at the 
office in New York, Nov. 24. The register for voting bond- 
holders is open for corrections from Sept. 25 to Oct. 24. 
Western Union Telegraph Co., annual meeting, at the 
office in New York, Oct. 14. 


Dividends. 
Dividends on the capital stocks of railroad companies have 
been declared as follows : 
i(chison, Topeka & Santa Fe, 114 per cent., quarterly, 
payable Nov, 16, to stockholders of record on Oct. 10. 


Lony Island, 1 per cent., quarteri able Noy. 2, to 
suskheldeas of veamien Gl ie’ apere 





Railroad and Technical Conventions. 
Meetings and conventions of railroad associations and tech- 
nical societies will be as follows : 


The Southern Time Convention will meet at the National | 


Railway Exchange, No. 46 Bond street, New York, on 
Wednesday, Oct. 14. 

The Roadmasters’ Association of America will hold its 
annual convention in Chicago, beginning on Wednesday, Oct. 


The New England Roadmasters’ Association will hold its 
annual meeting at the Hotel Warwick in Springtield, Mass., 
beginning at 2 p. m., on Wednesday, Oct. 

The Association of American Railroad Superintendents 
will hold its semi-annual meeting at No, 46 Bond street, New 
York, at 10 a. m., on Thursday, Oct. 15. 

The Master Car-Builders’ Club will hold its first meeting 
for the season at the rooms, No. 113 Liberty street, New 
York, on Thursday, Oct. 15, 

The Brotherhood of Locomotive Engineers, will hold its 
annual convention in New Orleans, beginning on Wednesday, 
Oct, 21. 

The American Street Railway Association will hold its 
annual convention at the Southern Hotel in St. Louis on 
Wednesday, Oct. 21. 

The Central Club of Car Accountants will hold its next 
meeting in Columbus, O., on Wednesday, Nov. 18. 

The Lastern Division of the Car Accountants’ Association 
will hold-a quarterly meeting in Philadelphia, on Thursday, 
Noy. 19. 

Foreclosure Sales. 

The sale of the Rochester & Pittsburgh road under fore- 
closure, which was announced for Oct. 3, has again been post 
poned, on account of delay in securing the concurrent de- 
cree of foreclosure in Pennsylvania. 

The Cleveland, Delphos & St. Louis road was sold under a 
decree of foreclosure in Toledo, O., Oct. 7, and bought for 
$116,500 by a committee representing the bondholders. The 
road extends from Delphos, O., to Carey, 56 miles, and is of 
3 ft. gauge. The purchasers intend to put the road in good 
order, to change it to standard gauge and to extend it toa 
Cleveland connection. 

The notice of the sale of the New York, West Shore & 
Buffalo road has been issued by the Referee. It is to take 
place in Newburg. N. Y., Nov. 24, at noon. The terms and 
conditions of the sale are noted elsewhere. 

American Street Railway Association. 
Mr. William J. Richardson, Secretary, announces that he 
has secured special rates over the New York Central and 
connecting lines for members of the American Street Rail- 
way Association who desire to attend the coming convention 
in St. Louis. Those who wish to avail themselves of the re- 
duced rate should apply tothe Secretary, whe will furnish 
them with the proper authority for obtaining round trip 
tickets of local agents. 
Car Accountant's Association. 

The Eastern Division of the Car Accountant’s Association 
was organized recently at ameeting held at Mauch Chunk, 
Pa. The object is to unite the members of the Association 
in the district lying north of Richmond, Va., and east of 
Buffalo, for the purpose of discussing subjects relating to 
car service, particularly local matters.. It is believed that 
such meeting would prove of mutual benefit and better pre- 
pare the members to discuss the various questions coming up 
at the annual convention of the Association. It was resolved 
to hold meetings quarterly. A committee was appointed to 
prepare rules and submit subjects for discussion and was in- 
structed to report at the first meeting, which will be held in 
Philadelphia, Nov. 19. 





ELECTIONS AND APPOINTMENTS. 


Baltimore & Ohio Telegraph Co.—The following arrange 
ment of the staff and assignment of duties has been agreed 
upon, taking effect Oct. 1: 

D. H. Bates, President and General Manager Baltimore & 
Ohio Telegraph Co. and General Manager Baltimore & Ohio 
Railroad Telegraph Department: headquarters, New York 
city. E. A. Leslie, General Superintendent Eastern Division ; 
headquarters, New York city. C. W. Price, Superintendent: 
headquarters, New York city. C. J. Sheehan, Superintendent; 
headquarters, Boston. S. 8S. Bogart, Superintendent, head- 
quarters, Weehawken, N. J. J. W. Larish, Assistant ~~ 
intendent, Central Division ; headquarters, Baltimore. J.B 
Stewart, Superintendent: headquarters, Baltimore. N. C. 
Griswold, Assistant Superintendent, Pittsburg, Pa. John E. 
Zeublin, General Superintendent, Western Division: head- 
quarters at Chicago. J. D. Clarke, Superintendent at Chi- 
cago. 





Burlington, Cedar Rapids & Northern.—The following 
appointments are announced: 

C. D. Ives, Division Freight Agent: headquarters, Cedar 
Rapids, Iowa, in charge of lines north of Cedar ~— in- 
cluding main line, Decorah, Iowa Falls and Belmond 
branches. W. A. Kendall, Division Freight Agent; head- 
quarters, Burlington, Iowa, in charge of lines south of Cedar 

apids, including main line, Clinton, Iowa City and Musca- 
tine divisions 


Chicayo & Eastern Illinois.—At the annual meeting in 
Chicago, Oct. 7, the following directors were chosen for 
three years: F,. W. Huidekoper, Meadville, Pa.: John M. 
Brookman, Extine Norton, New York. 

Chicago, St Louis & Pittsburgh.—The following circular 
is the official announcement of the changes noted in this col- 
umn last week : 

At a meeting of the board, held on Sept. 23, the following 
changes were made in the organization, to take effect 
Oct. 10: 

‘*1. The office of Manager was abolished, and that of 
General Manager and General Superintendent established. 

“2. Mr. James McCrea was appointed General Manager, 
and, in addition to the duties heretofore devolved upon the 
Manager, will have charge, under the direction and super- 
vision of the First Vice-President, of the Transportation 
Departinent and of the Passenger and Freizht departments, 
an will aid the First Vice-President in a]l matters arising 
with competing companies and connecting lines, that may be 
associated with the performance of that duty. The General 
Superintendent, the Chief Engineer, the Superintendent of 
Motive Power, the Superintendent of Transportation and the 
Purchasing Agent will report directly to him. His office 
will be at Pittsburgh. 

“3. Mr. John F. Miller was appointed General Superin- 
tendent of the lines of the company, and the Superintend- 
ents of the Eastern and Western divisions will report direct- 
ly tohim. His office will be at Columbus, Ohio. 

‘**4. Mr. Stephen W. White was appointed Assistant Sec- 
retary, with office at Philadelphia.” 

Mr. J. J. Turner succeeds Mr, John F. Miller as Superin- 
tendent of the First and Third divisions of the road. 


Cleveland, Columbus, Cincinnati & Indianapolis.—It. is 
stated that no General Manager will be appointed for this 
road in place of Mr. E. B, Thomas, who goes to the Richmond 
& Danville road, Mr, G, M, Beach, recently appointed As- 
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sistant General Manager, will perform such duties belonging 
to the office as are not assumed by President Devereux. 


Concord d& Portsmouth.—In Manchester, N. H., Oct. 1, 
this company, whose road is leased to the Concord Railroad 
Co., has elected S. N. Bell President; J. J. Bell, B. F. Mar- 
tin, W. M. Parker, J. J. Pickaring, W. A. Pierce, J. B. 
Walker, directors; W. H. Hackett, Clerk and Treasurer. 


Delaware & Hudsan Canal Co.—The board has filled the 
vacancies caused by Mr. Coe F. Young’s resignation as Vice- 
President and General Manager, by electing Mr. Legrand B. 
Cannon Vice-President and Mr. Horace G. Young General 
Manager. Mr. Cannon has been a director for a number of 
years past, and Mr. H. G. Young has been Assistant General 
Manager for some time. 

Mr. Theodore Voorhees is appointed Assistant Genera 
Manager of this company’s lines, in place of Mr. H. G. 
Young, who has been promoted to General Manager. 

Duluth, Huron & Denver.—This new company has elected 
the following officers : President, John P. Corkey, Dubuque, 
Ia. ; Vice-President, Charles Mabie, Waterloo, Ia. ; Secretary, 
Charles L. Harrison, Huron, Dak.; Treasurer, L. Dunley. 


Evansville, Seymour & Bellefontaine.—At the annual 
meeting in Seymour, Ind., recently, this company elected J. 
N. McBeth President ; A. W. Carpenter, Vice-President : 
Gilbert R. Hawes, Treasurer. 


Hanover Junction, Hanover & Gettysburg.—Mr. R. M. 
Wirt has been chosen Treasurer in place of R. A. Eichel 
berger, deceased. 


Louisville & Nashville.—At the annual meeting in Louis- 
ville, Oct. 7, the old board of directors was re-elected with 
the exception of James Trabue, E. H. Green, W. 8. 
Williams and Herman Clark, who are succeeded by J. A. 
Horsey, Thomas Rutter, Arnold Marcusand John H. Inman, 
all of New York. The following officers were elected : 
President, M. H. Smith; First Vice-President, E. Norton; 
Second Vice-President, A. M. Quarrier: Third Vice-Presi- 
dent, E. B. Stahlman; Treasurer, William D. Thompson; 
Secretary, B. K. Warren. Mr. J. A. Harrahan succeeds 
Reuben Wells as General Manager, and Reuben Wells was 
made Second Assistant to the President, a new office that 
was created. 


Milwaukee, Lake Shore & Western.—Mr. C. V. McKin- 
ley has been appointed General Passenger Agent, with office 
in Milwaukee, Wis. Mr. E. J. Seymour has been appointed 
Assistant General Freight Agent. Mr. McKinley was 
formerly General Freight and Passenger Agent of the Chi- 
cago, Clinton & Dubuque ; later Division Freight Agent of 
the Chicago & Northwestern ; afterward General Freight 
and Passenger Agent of the Wheeling & Lake Erie, and 
more recently connected with a Florida railroad in a respon- 
sible position. 


Minnesota & Northwestern.—The officers of this recently 
completed road are as follows: A. B. Stickney, President ; 
Wm. Lewis Boyle, Vice-President : C. W. Benson, Treas- 
urer; John T. Thompson, Secretary and Attorney : Geo. 
C. Armstrong, Local Treasurer and Paymaster ; Raymond 
Du Puy, General Superintendent ; H. M. Littell, General 
Freight and Passenger Agent: F. W. Davis, Auditor ; H. 
Fernstrom, Chief Engineer. (General offices, St. Paul. 
Minnesota. 


Minneapolis d& St. Louis,—At the annual meeting in 
Minneapolis, Minn., Oct. 6, Messrs, R. R. Cable, W. D. 
Washburn and Thomas F. Withrow were re-elected direc- 
tors for the term of three years. The other members of the 
directory are: W. H. Truesdale, J. D. Springer, David 
Dow, H. R. Bishop, H. H. Porter and A. Kimball. The 
board then elected the following ofticers : R. R. Cable, Presi- 
dent: W. H. Truesdale, Vice-President: Joseph Gaskill, 
Secretary and Treasurer: Executive Committee, R. R. 
Cable, H.5H. Porter, H. R. Bishop and W. D. Washburn. 


New York & Council Bluffs.—The officers of this new 
company are: President, Isaac B. Hymer, New York; Vice- 
President, James F. Dane, Chicago: Secretary and Treasurer, 
Lindley M. Ninde, Fort Wayne, Ind. Mr. Hymer’s residence 
is given as New York in the dispatches, but his name and 
address are not in the City Directory. 


New York, Lake Erie & Western.—The jurisdiction of 
Mr. John N. Abbott as General Passenger Agent was, on Oct. 
1;-extended over the New York, Pennsylvania & Ohio road. 
Mr. A. E. Clark, formerly General Passenger Agent of that 
road, is appointed Assistant General Passenger Agent, with 
office in Cleveland, Ohio. 


Pennsylvania Company.—The following circular an- 
nounces Officially changes already noted : 

‘‘Ata meeting of the board, held Sept. 24, the following 
changes were made in the organization, to take effect Oct. 10: 

‘1. Mr. James McCrea was appointed General Manager, 
and, in addition to the duties heretofore devolved upon that 
office, will have charge, under the direction and supervision 
of the First Vice-President, of the Transportation Depart- 
ment and of the Passenger and Freight departments, includ- 
ing the Union Line Bureau, and will aid the First Vice-Presi- 
dent in all matters arising with competing companies and 
connecting lines, that may be associated with the perform- 
ance of that duty. His office will ve at Pittsburgh. 

‘*2. The office of General Superintendent was abolished, and 
Mr. John Thomas was appointed Superintendent of the Cleve 
land & Pittsburgh Division. 

‘+3. The Superintendents of the Jeffersonville, Madison & 
Indianapolis Railroad and the Indianapolis & Vincennes 
Railroad will report directly to Mr. John F. Miller, General 
Superintendent of the Pittsburgh, Cincinnati & St. Louis 
Railway.” 

Mr. M. W. Mansfield is appointed Superintendent of the 
Indianapolis & Vincennes road in place of Mr. J. J. Turner, 
transferred to the Chicago, St. Louis & Pittsburgh road. 


Pittsburgh, Cincinnati & St. Louis.—The following cir- 
cular is the official announcement of changes noted last week: 

‘** At a meeting of the board, held Sept. 23, the following 
changes were made in the organization, to take effect Oct. 
10: 

‘*1. Mr. James McCrea was appointed General Manager, 
and, in addition to the duties heretofore devolved upon that 
office, will have charge, under the direction and supervision 
of the First Vice-President of the Transportation Depart- 
ment and of the Passenger and Freight departments, and will 
aid the First Vice-President in all matters arising with com- 
peting companies and connecting lines, that may be asso- 
ciated with the performance of that duty. His office will be 
at Pittsburgh. 

“2. The office of the Manager was abolished, and the 
General Superintendent, Chief Engineer, Superintendent of 
Motive Power, Superintendent of Transportation and the 
Purchasing Agent will report directly to the General Man- 
ager. 

‘*3. Mr. John F. Miller was appointed General Superin- 
tendent of the lines of the company, and the Superintendents 
of the Pittsburgh, Cincinnati & St. Louis, the Little Miami 
and the Muskingum Valley divisions will report directly to 
him. His office will be at Columbus, O.” 

Mr, H, Miller has been appointed Chief Engineer of the 
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Columbus Division in place of Mr. M. W. Mansfield. traus- 
ferred to the Indianapolis & Vincennes road. 


San Antonio & Aransas Pass.—The following circular | 
from President and General Manager U. Lott is dated San 
a) Tex., Sept. 30: 

B. F. Yoakum, late Division Freight Agent of the 
Missouri Pacific Railway, has been appointed Traffic Man- 
ager of this company, and will assume the duties of that of- 
tice, in addition to those of Secretary, from this date. He 
will take charge of the Revenue Department and all matters 
pertaining to movements of freight and passengers, and 
rates for same. All station agents will be subject to his di- 
rections, and will report direct to him under such rules and 
regulations as he may prescribe.” 


Texas & St. Louis.—Mr.L. B. Fish, Treasurer, has been 
appointed Agent for the Receiver. Mr. H. G. Allis is ap- 
pointed eae og a new office, and the office of Audi- 
tor is abolished, Mr. E. F. Walker retiring. Mr. J. W. Dickin- 
son is appointed actalentaas of the Texas Division, in 
place of Harry Flanders, resigned. 


Texas Traffic Association.—The following passenger 
agents have been appointed at the principal union points in 
Texas: V. C. Archer at Galveston; J. H. Miller at Hous- 
ton; J. 8. McNamara at San Antonio. 


Washougal.—The directors of this new company are : W. 
H. Cheney, P. O. Chilstrom. A. N. Hamilton, W. H. Holmes, 
John H. Mitchell, F. M. Thayer and George L. Wood. 
Office in Portland, Oregon. 


Wilkes-Barre & Harvey's Lake.—The directors of this new 
( “x | are: L. M. Wilson, Scranton, Pa. ; Josiah W. Eno, 
G. W. Shonk, Plymouth, Pa.; Ira E. Hartwell, Albert S. 
Orr, Theodore F. Ryman, J. J. Shonk, Wilkes-Barre, Pe. 
Mr. J. J. Shonk is President. 


Wilmington & Northern.—A. G. McCausland, previously 
Superintendent, is now Superintendent and Treasurer, with 
office at Wilmington, Del. S. Ermold still retains the 
position of Secretary, w ith office at Reading. 


PERSONAL. 


Mr. E. F. Walker has resigned his position as Auditor 
for the Receiver of the Texas & St. Louis road. 








Mr. Harry Flanders has resigned gh emcee as Super- 
intendent of the Texas Division of the Texas & St. Louis 
road, 


—Major B. D. Townsend, President of the Cheraw & Dar- 
lington and the Cheraw & Salisbury Co., died at his residence 
at Society Hill, S. C., Oct. 6. 


~—Mr. I’. M. Luce has resigned his office as President of 
the Car Accountants’ Association, and has also resigned his 
membership in the Association. 


Ex-Governor Thomas Talbot, of Massachusetts, died 
Oct. 6 at his residence in Lowell, aged 67 years. He was for 
many years a prominent manufacturer, and served as a mem- 
ber of the Legislature and of the Council and Governor of the 
state. He was for a number of years a director in the 
Boston & Lowell Co. and for a time Vice-President of the 
company. 


—Captain Mark D. Bearden died Sept. 29 at his residence, 
near Knoxville, Tenn., aged 62 years. He was a well-known 
and popular man in East Tennessee, and had served as Mayor 
of Knoxville, Sheriff of the County, and member of the Leg- 
islature. He was for several years President of the Knox- 
ville & Augusta Railroad Co., having been very active in the 
organization of that company. 


—Mr. Wilmon W. C. Sites, Engineer for the New Jersey 
State Board of Railroad Assessors, died at his residence in 
Jersey City, Oct. 1, aged 35 years. Mr. Sites was born in 
Philadelphia and had served ‘on the Pennsylvania and other 
roads as a civil engineer. Several years ago he was made 
Chief Engineer of the Jersey City Board of Public Works, 
and last year was appointed Engineer for the State Board of 
Railroad Assessors. 


—Dr. Thomas C. Durant died Oct. 5 at his residence at 
North Creek, N. Y. Dr, Durant attained a wide reputation 
some 20 years ago from his connection with the Union Pacific 
road, of which he was one of the earliest advocates and in the 
construction of which he took a very active part. After the 
completion of the road he retired from his connection with it, 
but continued to interest himself in other enterprises, prom- 
inent among which was the Adirondack Railroad, of which 
he was President at the time of his death. 


—Col. Thomas Wentworth Peirce died in Clifton Springs, 
N. Y., Oct. 2, aged 67 years. He was born in Dover, a 

and at an ear ly age entered into business in that city, “and 
later removed to Boston, where he was for many year's a 

yartner in the house of Peirce & Bacon. The business of this 
1ouse Was with the South, and largely with Texas, and Col. 
Peirce interested himself in the development of that state. 
He was connected with many local enterprises and was one 
of the incorporators of the Galveston, Harrisburg & San An- 
tonio Co., of which he was President for a number of years. 





TRAFFIC AND EARNINGS. 


Cotton, 
Cotton movement for the first month of the — year, from 
Sept. 1 to Oct 3, is reported by the Commercial and Finan- 
cial Chronicle as follows, in bales : 











Interior markets ; 1884. Inc. or Dec. P.c 
Receipts. 1 Adiaiiaael 217,539 I. 47,847 21.9 
Shipments.... .... .. ...2 185,257 ~=—s I. 24,097 12.5 
BOOGK, OEE. FB... 2. sccecses 49,497 I, 22,385 45.2 

Seaports : 

Receipts.... .. .... ..--.435,128 425,646 I. 9,482 2.2 
J ara 120,843 142,729 D. 21,886 3 
Stock, Oct. 2 .. ....... $23,671 301,612 I, 22,059 3 


It must be remembered that a large part of the on 
from interior markets appear again in the receipts at the 
seaports. 

The Chronicle says: ‘‘ In the table below we give the res 
ceipts from me hl and add to them the net overland 
movement to Oct. 1, and also the takings by Southern spin- 
ners to the same date, so as to give substantially the amount 
of cotton now in sight. 

1885. 1884. 1883. 1882 
mes e woes at the ports to 
Dis +Snbb een ded Cemnssak 435,128 425,616 484,968 476,840 
Ratevier stocks on Oct.2 ia 
excess of Sept. 1...... .-- . 56,032 32,282 688,380 60,377 





Total receipts from pee 
tions... -- 491,160 457,928 573,348 537,217 
Net overland to Oct. 4 oe ees 22,910 12,391 19, 935 17.680 
Southern consumpt’n to Oct. 1 29,000 28,000 30,000 28,000 





Total in sight Oct. 2........ 543.080 498,319 622,583 582,897 





Northern > mama takings 
ee rs 142,038 106,360 145,197 129,514 


‘** Tt will be Seen by the above that the increase in amount 
in sight Oct. 2, as compared with last year, is 44,751 bales, 
the decrease as compared with 1883 is 79.513 bales, and with 
1882, 39,827 bales. 


Railroad Earnings. 


Earnings of railroad lines for various periods are reported as 
follows : 


Nine months to Sept. a: 
188. 











1884, Ine. or Dec. P.c 
Canadian Pac. .. $5,877, 365 $3,847,226 1.$2,030,139 528 
Central Iowa... .. 906,860 1,052,421 D. 145,501 13.8 
Chi. & Alton..... 5,778,206 6,373,668 D. 9.46% 9.2 
Chi. & East. Ill.. 1,168,594 1.121.153. 47,441 2 
Chi., Mil. & St. P. 16,549,000 16,403,976 L. 145,024 1.8 
Chi. & Nor’west. 17,028,492 17,019,686 L 8.806 0.1 
Ch St.P.,M.&0O. 3.900.416 4,047,944 D. 147,528 36 
Cat, & W. Mich.. 859,777 1.141,27L D. 281,494 246 
,L, St. L.& C. 1,740,276 1,792,228 D. 51.952 2.9 
aan er &R.G. 4.402.411 3,966,001 I. 426,410 11.0 
Det., Lan. & No. 880.537 1,014,534 D. 133,997 13.2 
Illinois Centra!. 7,593,706 7,213,237 I. 380.469 5.3 
Iowa lines...... 1,157,738 1,219,049 D. 61,311 5.0 
Ind., Bloom.& W. 1,743,906 1,724.534 I. 19 372 1 
Long Island...... 2,250.324 2,204,390 I. 45,934 2.1 
Louis. & Nash... 10,102 332 9,879,062 I. 223,260 2.3 
—— Central. 2,643,180 2,201,152 I. 442,022 20.1 
Mil., 8s.& W. 937,241 827,676 I. 109,565 13.2 
Mil. _ Northern. 408,773 381,763 1. 27,0L0 7.1 
Northern Pacific. 7,780,047 9.277.186 D. 1,497,139 16.1 
Ohio Southern... 324.945 329,620 D. ; 11 
Peoria, Dec. & E. 458,447 491 ‘556 D. 6.7 
Roch. & Pitts .. 886.452 830.801 I. 67 
St. L. & San F.. 3,061,300 3,373,800 D. 9.3 
St.P.,.M.& Man. 4, "939,840 5,600,455 D. 660, 615 11.8 
Eight nee to Aug. 31: 
Atch.,T.& S . $9,652,949 $10,339,773 D. $686,824 66 
Net Be la 4,285,589 4,639,700 D. 354.111 7.6 
Canadian Pac.. 5.085, 166 3.213.226 I. 1.871.940 58.2 
Net earnings... .. 1,932,518 245,703 I. 1.686,815 anal 
Ches. & Ohio.. 2,145,827 2,380,331 D. 234,504 9.8 
Net earnings. 566,522 707.773 =D.z 19.9 
Ches.,0.& 8. W. 970 024 842.513 I. 15.1 
Net earnings. . 283,064 65.055. 71.5 
Chi., Bur. & Q.... 16,410,106 15,798,715 I. 3.9 
Net earnings . 6,952,905 7,130,778 D. 2.5 
Eliz., Lex. & B. Ss. 436,990 480,980 D. 2.1 
Net earnings. . 135,643 147.505 D. 8.0 
Kentucky Cent... 534,145 577,263 D. 7.5 
Net earnings .. 145,171 199,081 D. 27.0 
Louisv. & Nash.. 8,969,677 8,733,662 I. 6, 2.8 
Netearnings... 3°402,566 3,172.696 1 299" "270 7.2 
N.Y , Lake Erie 
& Western. 9,839 682 10,663,673 D, 823,991 7 
“? earnings. 2,844,067 2,930,289 D. 86.222 2.8 
N. Penna. & 
oni ea ee Oe 3,114,182 3,608,365 D. 494,183 13.7 
Net earnings .. 695,920 812.869 D. 116,949 144 
Northern Pacific. 6.577,730 8,040,626 D. 1,462.895 182 
Net earnings... 2,976,932 3.543.794 D. 566,862 15.9 
Union Pacific.... 15,860,655 15,787,425 I. 73,230 0.5 
Net earnings... 5.311.400 5,845,813 D. 534.493 9.1 
Seven months to July 31: 
Houston & Tex. 
ee $993,693 $1.231.8307 D. $237.614 19.0 
Month of July: 
Florida South... $16,121 $12,394 1. $3,727 = 330.1 


Houston, & Tex. 
Central. 152,553 176,208 D. 23,655 13.4 
Net earnings.. *2.847 48,931 D. 51,778 Seat 
Month “4 7. a 





Atch., T. SA $1, a $1,391,319 D. $147,411 19. 
Net oD aly 635,587 619, 987 I. 14.600 2. 
Canadian Pac... 823,426 565.815 I [57,611 45.5 

Net —-- “ 372,532 I 190,701 1048 
Ches. & Ohio.. f 49.989 14.4 
Net — gs. 34,263 24.1 
Ches., O. & 13.853 11.3 
Net pact tg 7.889 817.1 
Chi.. Bur. & Q.. 223,190 9.1 
Net earnings. . 226,732 17.1 
Eliz., Lex. & B. s. 20.240 244 
Net earnings. . 13,015 32.5 
Kentucky Cent.. 24857 236 
Net earnings. . 22 4 41.9 
Louisv. & Nashv. 3.5 
Net earnings. . 17.1} 
N. Y . Lake Erie 
& Western. 1.437,548 078 6.3 
Net earnings... 527,958 ." 15.0 
N. Y., P. & Ohio. 441,337 a 82 
~ Net ‘earnings. : 116,873 95.850 32.3 
Northern Pac.. .. 971,289 61,313 5.9 
Net earnings... 506,708 16,711 5.4 
Union Pacific.... 2,331,135 86.575 3.6 
Net earnings... 1,023,954 1245102 D. 221,148 17.8 


Month of maptouties 
$142 





ot ntral Iowa..... $148,989 D. $6,332 42 
Canadian Pacific. “79 634,000 I. 158.2700 =250 
Chi. & Alton.... 7 916,961 D. 162672 17.7 
Chi. & East. Mi.. 165,506 a 11.632 75 
Chi., Mil. & Si. P. 2.273, 000 I. 71,760 3.3 
ae & Nor’west. 2,383,300 5,f Zs 36,400 1.5 
st.P,M.&0O 97 2,900 « I. 44,500 8.4 
c chi. & W. Mich.. 112,288 256 D. 11,967 9.7 
L, St. L. & C. 220,195 m D. 28.793 11.6 
het &R. G. 561,893 957 1. 39,936 7.6 
Det., Lan, & No 127,398 120,790 I. 6,602 5.4 
Illinois Central... 917,189 887,981 L 29,208 3.3 
Iowa lines. ... 162,681 150,862 L. 11,819 7.8 
Ind., Bloom.& W. 242,461 245.220 D. 2,759 1.1 
Long Island..... 315,418 303,961 1. 11.457 3.8 
Louisv. & Nash.. 1,120,076 1,145,400 D. 25.324 2.2 
Mexican Cent.... 238,800 250,013 D. 11,213 4.1 
Mil., L. S.& W.. 144.805 97,396 I. 47,409 48.9 
Mil. & Northern. 46,873 46,336 1. 537 L.1 
Northern Pac.... 1,202,317 1,236.560 D. 34.243 2.8 
Ohio Southern... 59,074 46.384 1. 12,690 27.4 
Oreg. R. & N. Co. 577,000 387,000 I 190,000 49.0 
Peoria, Dec. & E. 78,653 71,463 I. 7,190 10. 
Roch. & Pitts.... 115,832 109,u26 I. . 9 806 6.2 
St. L. & San F... 398,560 454,400 D. 5,900 124 
St. P., M. & Man. 740,845 738.586 I, "2'D59 0.3 





* Deficit. 


Weekly earnings are usually estimated in part, and are 
subject to cor rection by later statements. The same remark 
applies to early statements of monthly earnings. 


Coal. 


Coal tonnages for the week ending Sept. 26 are reported as 
follows : 


1885. 1884. Ine or Dec. P.c 
ROIS nccosncsssss node 770,313 868,662 D. 98,349 11.3 
Eastern bituminous.......... 177,809 203,085 D. 25,276 12.4 


CFDs sinc s cen” sdecebeeerer ve 42,166 42,238 D. 72 0.2 


A further improvement is reported in the anthracite trade 
and a slight advance in prices. 

It is understood that the negotiations now pending for a 
better understanding between the Pennsylvania and the 
Reading companies include a proposition that the Pennsyl- 
vania shall come into the anthracite combination next year. 

Anthracite coal movement for the nine months to Oct. 3. 
as given by the weekly reports of the companies, has been 
as follows for eight years past : 





Tons. | Tons. 
a re 20,422,349 
" 99°933'519 | 1880.......... 22") 16'756,070 
93,084,808 | 1879......... ....... 19,262. 150 
21'106.794 | 1878... ........... :12'147,543 





Ie 


This year’s tonnage is frsater than that of any previous 
year excepting 1884 and 1883. 

Actual tonnage passing over the Huntingdon & Broad Top 
road for the nine months to Oct. 3 was: 


1885. 1884. Inc. or Dec. P. ¢. 

Broad Top coal... 115.671 148,117 D. 32,446 21.9 
Cumberland coal. .. 349,909 318,160 I. 31,749 6.9 
Total......... . 465,580 466,277 D. 697 0.1 


The Broad Top coal is mined on the line; the Cumberland 
is carried through for the Pennsylvania Railroad. 

The coal tonnage of the Pennsylvania Railroad Division, 
Pennsylvania Railroad, for the nine months to Oct. 3 was : 








1885. 1884. pe or ro P. c. 

re rr 8,293,927 7.770.277 é 6.8 
OID n0ks - cece . 1,925,882 2,279,588 D. 15.4 
WOicsdcsarccus 10,219,809 10,049,865 I. 169,944 17 


This includes all tonnage passing over the road, whether 
originating on the line or received from other roads. 

Anthracite coal tonnage of the Belvidere Division, 
Pennsylvania Railroad, for the nine months to Oct. 30 was : 


1885. . Inc. or Dec. P.c 


Coal Port for shipment ean 71,686 7,502 D. 5,816 7.4 
S. Amboy * .. 409,407 462" 090 D. 52,683 11.3 
Local points on N. J. divs.. 602.945 581,203 1. 21,742 3.7 
Co.’s use . ~ 166,554 138,509 I. 28,045 20.3 

ids ss i <snnnsctanpanoe 1.250, 592 1,259, 304 “er 8, 712 2 OT 


Of the total this year 1,042,138 tons were from the Lehigh 
Region, and 208,454 tons from the W yoming Region. 
Cumberland coal shipments for the nine months to Oct. 3 
are given by the Cumberland Ciri/ian as below : 
Baltimore & Ohio . - caeineas 0.0088 
eRtOre DSP. TOs Be WB cans ccsse res sce 
Chesapeake & Ohio Canal. 


Ws d canculiceonnacs. sseensncendés : ; 2,079.67: 3 


The total decrease was 133,853 tons, or 6. vale cent. Local 
deliveries are included in the Baltimore & Ohio shipments. 
Shipments from mines reported are: Cumberland & Penn- 
sylvania Railroad, 1,339,192: George’s Creek & Cumber 
land, 439,103; West Virginia Central & Pittsburgh, 304,- 
708: total, 2,083,003 tons. 


Southern Passenger Committee. 


The Southern Association of General Passenger and Ticket 
Agents met in Atlanta, Ga., Oct. 1, with a large attendance 
of members. The meeting was held for the purpose of reor- 
ganizing the association as a general passenger commitece to 
control the passenger rates and divisions on the roads in- 
cluded in the territory of the Association. Articles of agree- 
ment were adopted for the government of the Southern Pas- 
senger Committee, and rules were also adopted providing for 
money penalties for any violation of the agreement. The 
action of the Association is subject to the approval of the 
general managers of the roads represented. 

A second meeting was held on the following day, at which 
it was agreed to maintain Florida rates unchanged for the 
coming winter, and the meeting adjourned until Oct. 29, The 
East Tennessee, Virginia & Georgia had not entered into the 
agreement, but had given notice that it will not be bound by 
any agreement fixing rates to or from Atlanta until it is ad- 
mitted into the Union Depot at that place. 


Southern Railway & Steamship Association. 


A meeting of this Association was held at the office of Com- 
missioner Powers, in Atlanta, Ga., Oct. The object of the 
meeting was to consider the ain of the Georgia 
Pacific road to enter the pool, especially on cotton business. 
A proposition submitted by that road was discussed, but not 
accepted: but finally a compromise was entered into by 
which the Georgia Pacific enters the Association and is given 
8 per cent. in the Atlanta cotton pool. This agreement satis- 
factorily disposes of a disturbing element, which has given 
considerable trouble. 


Pacific Coast Association. 


A meeting of the Pacific Coast Association was held in Chi- 
cago, Oct. 1, the principal point under discussion being the 
application of the Southern Pacific road to admit the Sunset 
Route into the Association. No action was taken, however. 
It was suggested that a compromise should be made by 
which the Southern Pacific should not be admitted as a 
member of the Association, but an agreement, with the 
Association as one party and the Southern Pacific as an- 
other. 
Coloradoa-Utah Association. 


The Colorado-Utah Association held a meeting in Chicago, 
Oct. 1, to discuss several notices of withdrawal and requests 
for readjustment of divisions. After a very long discussion 
the General Managers present agreed upon a new division of 
traffic, which, it is believed, will remove all the objections 
made to the old one. The new allotment of percentages is 
as follows : 


Road. New. old. 
Chicago & Alton.... ons ; see 12% 12% 
Burlington... .... Nomen EEE eae 29% 29 
ae ; ous ea . 11% 12 
III ss veactbade <cernees oan ea iche (iscde- 12% 
Rock Island... . ssteneen snsansdevneseebobect 1546 14 
Missouri Pacitic =e ashe saaeteresys nel ; 7 
cake Sieéceaks, anaes onnbee Boba avn binee cae 12 

Total.... ‘sien = . “cone 100 


It was agreed to continue the pool until Dec. 31, 1886, any 
line to have power to withdraw after that date on twenty 
days’ notice. 

Manitoba Traffic. 


As considerable has been said in relation to the extent and 
volume of the Manitoba traffic over the lines of the North- 
western Traffic Association, Commissioner George L. Car- 
man has submitted to the managers of the various roads a 
statement of the business done up to Aug. 31, 1885, to give 
them a clear idea of the situation. 

From April 1, 1884, to March 31, 1885, the east-bound 
traffic amounted to $14,533 and the west-bound traffic to 
$110,023. From April 1, 1885, to Aug. 31, 1885, the reve- 
nue from east-bound traffic amounted to $1,685 and west- 
bound $39,158. The revenue derived from Manitoba busi- 
ness, as also Northwestern business for the period from April 
1, 1884, to Aug. 31, 1885, was : 


East-bound, West-bound. Total. P.c. 





Northwest. $1,570,368 $2,308,815 $3,879,184 95.9 
Manitoba......... 16.219 149,181 165.400 4.1 
DA i sestatns $1,583,587 $2,457,007 $1,044,585 100.0 


The Rock Island route leads all other lines in the amount 
of business carried, both east and west bound.—Chicago 
Tribune. 

Boston Traffic Notes, 


During September there were hauled east from North Adams 
through the Hoosac Tunnel 7,010 loaded and 125 empty cars, 





against 6,886 loaded and 192 empty cars in the some month 
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last year, showing an increase of 124 loaded cars and a de- 
crease of 67 empty cars. 

The car transfer ferry across the Hudson River at New- 
burg in September carried eastward to the New York & 
New England road 2,775 loaded cars and 154 empty cars, 
and eastward from that road 564 loaded and 1,981 empty 
cars, the total movement being 3,339 loaded and 2,135 empty 
cars, 5,474 cars in all, an average of 183 per day. 


Trunk Line Presidents’ Meeting. 


At the meeting of the trunk line presidents in New York, 
Oct. 1, all the roads were represented except the Lehigh Val- 
ley. After considerable discussion of the situation, the fol- 
lowing resolutions were adopted : 

‘* Resolved, That we hereby pledge ourselves that we will 
not allow any variations to be made from the established 
east-bound rates by any officer, agent or employé of our lines ; 
and that upon the request of the Commissioner when evidence 
satisfactory to him has been presented that established rates 
have been cut by a connecting road on its connections, even 
though the reduction may be made in its or their own pro- 
portion of the rate, we will withdraw all pro-rating arrange- 
ments and will not accept from such connecting roads 
through bills or through cars, but will cause the rebilling and 
transfer of the property at full tariff rates from junction 
point ; and we further agree that any agent under our con- 
trol who may be shown to be quoting less than or instru- 
mental in cutting established rates, shall be discharged. 
Provided, That any line may withdraw from this resolution 
upon ten days’ notice to the Commissiouer, or notice given at 
any presidents’ meeting called for the purpose. 

Resolved, That until Oct. 15 freight in transit prior 
to Oct. 1, if so noted on the way bill, will be accepted by the 
trunk lines at the contract rates, but on and after Oct. 
15 no way bills shall be passed at trunk-line Western termini 
at less than tariff rates.” 


Lake Superior Iron Ore. 


Shipments of iron ore by lake from the Lake Superior regions 
are reported by the Marquette Mining Journal as follows 
for the period from the opening of navigaticn to Sept. 30: 


From 1885. 1884. Inc. or Dec. P.c 
Menominee Dis., Escanaba... 556.519 788,411 D. 231,892 29.4 
Marquette Dis., Escanaba.... 428.373 429,445 D. 1,072 02 
Marquette Dis., St. Ignace.... 77.494 41,192 I. 


36,302 88.5 
o 


Marquette Dis , Marquette.... 580,160 780.229 D. 191,079 24. 





Marquette Dis., L’Anse....... 20,027 57,436 D. 37,409 65.4 
Gogebie Dis., Ashland sek? EE Aes Cees I. 48,623 .... 
Vermillion Lake, Two Harbors 182,451 ... .... I. 182,461 .... 

"TOUR: cn cum canesganag2aen 1,902,647 2,096,723 D. 194,076 9.3 


The shipments from the old Lake Superior region were in 
all 1,671,573 tons, of which 556,519 tons came from the 
Menominee District, and the balance from the Marquette 
District. The total shipments of pig iron from the old ports 
were 11,555 tons. ; 

The new shipping ports which appear in the trade this year 
for the first time are Ashland, Wis., and Two Harbors, Minn. 
Ashland receives the ore from the mines on the Gogebic 
Range over the Milwaukee, Lake Shore & Western road. 
The ore shipped at Two Harbors comes from the Vermillion 
Lake mines over the Duluth & Iron Range road, which was 
built last season. The amount shipped from the Vermillion 
Lake district especially is very considerable. 

Southwestern Railway Association. 
At a meeting held in Chicago, Oct. 2, the adjustment of the 
lumber business was referred to a committee, consisting of 
Messrs. Cable, McMullin and Potter, with full authority to 
settle upon rates and divisions of the business. 
Buffalo Grain Traffic. 

Buffalo grain receipts by lake up to Sept. 30 were as follows 
for four years past, flour in barrels and grain in bushels, flour 
being reduced to wheat in the totals : 


1885. 1884. 1883. 1882. 
BIOUE ss si-vece a0 1,297,384 1,261,887 1,105,008 907,285 
GPO. . 6ickcrvene 37,083,317 36,485,696 47,769,064 36,184,446 





Total, bushels.. 43,570,237 42,795,131 53,794,614 40,720,571 
For the same period shipments eastward of grain received 
by lake were as follows : 





1885. 1884. 1883. 1882. 
Ry canal.. .. .. 23,973.460 26.5536,318 32,345,675 21,464,184 
ae. 2 81794.993 7.707.372 10,434,594 8,537'462 
ee een 32,768,453 34,263,690 42,780,269 30,001,646 
Per cent, by rail. 6.8 22.5 24.4 28.5 


The canal opened May 11 this year ; May 7 last year ; 
May 7 in 1883 and May 11 in 1884. 








RAILROAD LAW. 


Fees of Receivers and Trustees. 


In the New York, West Shore & Buffalo foreclosure case 
the Trustee asked for a fee of $250,000, with a further allow- 
ance of $100,000 for counsel fees. The Receivers stated that 
they expected as their compensation 2! per cent. on the 
money received and disbursed. The Court fixed the Trus- 
tee’s compensation at $10,000 and the Receivers’ allowance 
at $40,000 each. In the opinion the reasons of the Court 
were given as follows: 

‘‘ In fixing the compensation to be paid to the Receivers, I 
have been controlled by a consideration of the services that 
have been rendered, and have been guided by the salaries 
which I am informed are paid for similar services by rail- 
roads throughout the country. Twenty-five thousand dol- 
lars per annum, I am advised, is the salary of the presidents 
vf many of the largest railroad companies, and such a.sum 
appears to me to be a fair compensation for the services per- 
formed by the Receivers in this action. As they will prob- 
ably continue in the discharge of their duties up to Jan. 1, 
making a period of service of about 19 months, I have fixed 
the fees to be paid each of them at the sum of $40,000. 

**] can find nothing in the facts of the case to justify the 
award to the Trustee of the large amount asked for. By the 
terms of the mortgage, in case of the failure of the railroad 
to pay the interest or principal, several courses were open to 
the Trustee. Under the sixth clause the Trustee was em- 
powered to enter upon the mortgaged property, and operate 
and manage thesame. For such services the mortgage pro- 
vided that the Trustze be paid a reasonable compensation. 
But such services as were provided for in that clause of the 
mortgage have in this case been performed by the Receivers, 
and payment therefor out of the trust funds is to be made to 
them. Under the seventh clause the Trustee was empowered, 
with or without entry, to sell the mortgaged property at auc- 
tion and to distribute the proceeds in the manner therein pro- 
vided, and for such services a reasonable compensation was 
to be retained from tbe trust fund. But the services pro- 
vided for in the seventh clause are about to be performed by 
the Court, through its Referee, and payment therefor out of 
the trust fund is to be made to him and to the attorneys en- 
gaged in the conduct of the litigation. In two more impor- 
tant matters, therefore, the Trustee has refused to perform 
the services contemplated and provided for in the mortgage, 
and has cast the burden of performing them upon the Court 
and its officers. The services that have been performed by 
the Trustee are confined to authorizing the attorneys to com- 








mence this action, making theelection under the terms of the 
mortgage that the principal sums should become due, and 
exercising a general supervision over the conduct of the suit. 
The burden and responsibility of managing and operating 
the trust property and caring for the interests of the bond- 
holders has been performed by the Court and _ not by the 
Trustee. Itis a difficult matter to determine the value of 
such services as have been rendered, as there is no standard to 
be adopted as a guide. In my judgment, however, they will 
be fully paid for by an allowance of $10,000.” 





OLD AND NEW ROADS. 
Atchison, Topeka & Santa Fe.—This company makes 
the following statement for August and the eight months to 
Aug. 31: 











——-- —August.—_—--—.. ———Eight months.———. 

1885. 884. 1885 1884. 
Miles operated... 2,393 2,377 2,397 2,329 
arnings......... $1,243,908 $1,391,319 $9,652,949 $10,339,773 
Expenses......... 608,321 771,332 5,367,360 5,700,073 
Net earnings... $635,587 $619,987 $4,285,589 $4,639,700 


For the eight months the gross earnings decreased $686,824, 
or 6.6 per cent., and the expense $332,713, or 5.8 per cent., 
leaving a decrease of $354,111, or 7.6 per cent., in net earn- 
ings. 

Augusta, Gibson & Sandersville.—The track on this 
road is now laid to Gibson, Ga., 9 miles beyond the late ter- 
minus and 50 miles southwest from Augusta. The work is 
progressing steadily on the extension towards Sandersville 


Boston & Lowell.—lIt is said that this company will 
connect its Massachusetts Central line with the Old Colony’s 
Northern Division by a short spur at West Berlin, Mass., 
making a new line from Fitchburg to Boston. The Boston 
connection over this line will be shorter for considerable 
local traffic than that over the Boston & Albany, from South 
Framingham, which is now used. 


Buffalo, New York & Philadelphia.—The Re- 
ceiver, on Oct. 6, commenced to pay the coupons which were 
due July 1 last on the $3,000, first-mortgage bonds of the 
company. 


Canadian Pacific.—The following circular from the of- 
_ of the Assistant General Manager is dated Montreal, 

ept. 20 : 

** The Canadian Pacific Railway Co. having obtained con- 
trol and possession of the North shore Railway, all reports, 
tracers, or correspondence, in connection with the cars of the 
North Shore Railway (initialled Q. M. O. & O., or N.S. R. 
and C. du N.), for business subsequent to and including above 
date, should be addressed to Mr. R. H. Smith, Car Account- 
ant, Montreal.” 

The statement for August and the eight months to Aug. 
31 is as follows : 


-———-August.-——— -— —-Eight months.-—— 
3 1884 1885 1884 








1885. : x 5 
Earnings... ...$893,426 $565,815 $5,085,166 $3,213,226 
Expenses....... 450,804 383984 3152,648 219671523 
Net earnings. $372,522 $181,831 $1,982,518 $245,703 


The net gain for August was $190,701; for the eight 
months, $1,686,815. The gross earnings for August include 
$8,100 for carriage of construction material, as against 
$58,000 during the same month last year, but as it was car- 
ried at absolute cost, the net result is not affected. 


Central Branch, Union Pacific.—This road, which 
is owned by the Union Pacific Co., has been for some time 
past operated by the Missouri Pacific Co. under a temporary 
contract. It is now announced that the road has been leased 
to the Missouri Pacific for 25 years. The terms of the lease 
are not made public. The Central Branch lines include alto- 
gether 388 miles of road, extending from Atchison, Kan., 
westward to Lenora, 293 miles, with 95 miles of branches. 
It has been operated by the Missouri Pacific for several years, 
and the lease will make only a nominal change in the rela- 
tions of the road. 


Central, of New Jersey.—The Master appointed by the 
Court to take testimony on the petition of this company to 
recover possession of its road commenced his work in Phila- 
delphia, Oct. 1, when evidence was submitted to show that. 
the notes of the Central Railroad Co. were given to take up 
the indebtedness of the Receiver of that road, and that no part 
of the money raised went towards paying the indebtedness of 
the a Co. The further hearing was adjourned until 
Oct. 15. 


Central Pacific.—The following statement is published 
for the six months ending June 30; it covers 1,650 miles of 
road, not including any of the Southern Pacific lines, but 
covering all other roads operated by the company: 








1885. 1884. Inc. or Dec. P.c. 

Earnings.... $6,558,657 $7,311,298 D. $752,641 10.3 
Expenses... .... 2,865,150 3,824,797 D. 959,647 26.1 
Net earnings. $3,693,507 $3,486,501 I. $207,006 6.0 


Interest, rentals, sinking funds and government require- 
ments amounted this year to $3,868,086, leaving a deficit of 
$174,579 for the half-year. 


Chicago, Burlington & Quincy.—This com 


statement for August and the eight months to Aug. 3 
follows: 


ny’s 
is as 











~ August.——-— ———-Eight months.-—— 

85. 1884. 1885 1884. 
Earnings...... 2,224,305 $2,447,495 $16,410,106 $15,798,715 
Expenses...... 1,122,022 1,118,480 9,457,201 8,667,936 
Net earnings $1,102,283 $1,329,015 $6,952,905 $7,130,779 


For August the decrease in gross earnings was $223,190, 
or 9.1 per cent. ; in net earnings, $226,732, or 17.1 per cent. 
For the eight months the gross earnings increased $611,391, 
or 3.9 per cent., and the expenses $789,265, or 9.1 per cent., 
leaving a decrease of $177,874, or 2.5 per cent., in net earn- 
ings. 


Chicago, Milwaukee & St. Paul.—The Circuit Court 
at Freeport, Ill., has given a decision against reopening the 
case of the foreclosure of the old Racine & Mississippi Rail- 
road, now part of this system. The suit was brought by per- 
sons who claim to have proofs of fraud and collusion in the 
original sale nearly 20 years ago. 


Chicago & Northwestern.—This company has been 
purchasing property for the purpose of extending its lines 
into the city of La Crosse, Wis. The terminus of the branch 
has heretofore been on the outskirts of the city. The exten- 
sion will be about 114 miles long. 


Chicago, St. Paul, Minneapolis & Omaha.—The 
extension of this company’s River Falls branch is now com- 
leted from Elsworth, Wis., 13 miles southeast from River 
alls and 24 miles from the junction with the main line at 
a The extension will open for traffic in a short 
ime. 


Cleveland & Canton.—No action was taken on the 
proposed consolidation with the Coshocton & Southern Co., 





a temporary injunction having been obtained by some of the 
stockholders. Their complaint charges that the Coshocton 
& Southern Co. is merely a “angpa organization, having no 
road or property, and that the proposed consolidation is a 
scheme to deprive the preferred stockholders of the Cleve- 
land & Canton Co. of their just rights. The managers of 
ps ated will make an effort to have the injunction dis- 
soived, 


Denver, Memphis & Atlantic.—This company claims 
to have 61 miles of grading completed, from Kingman, Kan., 
on the Arkansas River, east of Belle Plain, and states that it 
will shortly begin tracklaying on this section. The work so 
far has been done with the proceeds of local and town sub- 
scriptions. The company claims to have 325 miles under 
contract, all in southern and southwestern Kansas. 


Dublin & Wrightsville.—Work has been in progress 
for some time on this road, which is to run from Wrights- 
ville, Ga., the terminus of the Tennille & Wrightsville road, 
southwest to Dublin, a distance of 18 miles. The grading is 
now a, completed, and track has been laid for 6 miles 
ees from Wrightsville. The work is advancing stead- 
ily. 

Erie & Wyoming Valley.—This road was opened for 
passenger traffic Oct. 5, and from that date trains are run 
through from Pittston, Pa., to New York by the New York 
Lake Erie & Western road. The Erie and Wyoming Valley 
line extends from Hawley, Pa., to Pittston, 47 miles. It 
was completed last spring and coal and freight trains have 
been running over it for several months, but no passenger 
trains have been put on until now. The road, although not 
owned by the Erie, was built in its interest and for the pur- 
pose of increasing its coal traffic. Itin a great measure takes 
the place of the old Gravity road, over which the Pennsyl- 
vania Coal Co. carried its coal for shipment by the Erie road 
or the Delaware & Hudson Canal for 30 years past. This 
gravity road was also used for passenger traffic, but the 
passenger trains which have been run over it have now been 
taken off and it is probable that thej road will be abandoned 
altogether. 


Eutawville.—Work has been in progress about three 
months on this road, which is to run from Eutawville, S. C., 
southward to a connection with the South Carolina Railroad 
at 41-mile turnout, a distance of 21 miles. The grading is 
finished for 18 miles, and tracklaying, which was recently 
begun at the junction, has been completed as far as Holly 
Hill, 12 miles. The work on the grading is still in progress, 
— tracklaying has been suspended to await the arrival of 
rails, 

Florida Southern.—On the branch of this road from 
Pemberton Ferry, Fla., west to Brooksville, 15 miles, the 
grading is now all completed. Tracklaying is in progress, 
and at latest dates the rails were down for 8 miles, leaving 
about 7 miles to complete the line. 


Fort Worth & Denver City.—The earnings for 
August and the ten months of the fiscal year from Nov. 1 to 
Aug. 31 were : 








——August. ——, ——Ten months.—— 

1885. 1884. 1884-85. 1883-84 
Barnings., .....60.s00 $43,648 $37,212 $266 068 $397,552 
Pc. eee 25,584 17,822 203,494 222,712 
Net earnings... .. $18,064 $19,390 $162,574 $174,840 


For the ten months the gross earnings decreased $31,484, 
or 7.9 per cent., and the expenses $19,218, or 8.6 per cent., 
leaving a decrease of $12,266, or 7.1 per cent., in net earn- 
ings. . 


Fremont, Elkhorn & Missouri Valley.—This com- 
pany offers to build a branch of its road from Fremont, Neb., 
to Lincoln, provided that city will give a bonus of $50,000 
in bonds. An election has been ordered on the question, 
which will take place in November. 


Houston & Texas Central.—The 


statement for the 
seven months to July 31 is as follows : 














1885. 1884. 18835. 
Earnings..... .... $993,693 $1,231,306 $1.59 2,336 
Expenses. .. ..... 997,894 917,384 1,004,465 
Net earnings.... 4.201* $313.922 $587.871 
Betterments.... .. 45.557 388,771 445,797 
Surplus or def...D. $49,758 D. 74,849 SS. $142,074 


* Deficit. 

A statement made for the Receivers for the period from 
Feb. 23 to July 31, 1885, shows that during this period the 
current expenses have exceeded the earnings of the road by 
$87,087, and that the liabilities of the Receivers exceed their 
assets by $243,152. Since July there has been an improve- 
ment . in the gross earnings, which it is hoped will extinguish 
these deficits before the close of the year. 


Indianapolis, Decatur & Springfield.—The Central 
Trust Co. in New York paid, Oct. 1, part interest on the 
first-mortgage bonds of the Indianapolis, Decatur & Spring- 
field as follows: Holders of certificates will receive one-half 
of coupons due Oct. 1. Bondholders who have not accepted 
half payment of April coupons may collect the same together 
with the payment now offered on October coupon. 


Jacksonville, Tampa & Key West.—The tracklay- 
ers on the extension of this road have reached Satsuma, Fla.. 
814 miles southward from the old terminus at Palatka, and 
the work is progressing steadily. 


James River Valley.—Tracklaying has been begun on 
the extension of this road from Lamoure, Dak., to James- 
town, and the contractors expect to have this section finished 
by the middle of November. 


Lake St. John.—It is proposed to build a railroad from 
Grand Piles, P. Q., the terminus of a branch of the North 
Shore road, northward along the St. Maurice and Croche 
rivers to Lake St. John, a distance of about 130 miles. A 
syndicate has been formed in Montreal to build the road, 
which will open up alarge extent of country now undeveloped 
and uninhabited. 


Longdale Iron Co.—This company is now building a 
railroad about 12 miles long from Sewell, W. Va., on the 
Chesapeake & Ohio road, up Mann’s Creek, to a large body 
of coal land which the company has recently bought on the 
headwaters of that stream. A considerable part of the work 
is already finished. 


Louisville & Nashville.—This company’s statement for 
August and the two months of the fiscal year from July 1 to 
Aug. 31 is as follows : 








— August .- ——- ——~--Two months. ——— 
5 188: 1885. 1884. 
Earnings... $1,077,487 $1,117,313 $2,134,819 $2.177,417 
Expenses.... 677,035 634,321 1,372,923 1,259,201 
Net earnings.$400,452 $482,982 $761,896 $918,216 


For the two months the gross earnings decreased $42,598, 
or 1.9 per cent., while the expenses increased $113,722, or 
9.0 per cent., leaving a dei:rease in net earnings of $156,320, 
or 17.1 per cent, Expenditures for improvements and new 
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construction were $40,829, leaving a balance cf $721,067 
for the two months. 


Midland, of Indiana.—Track on this road is now laid 
to Westfield, Ind., 9 miles west from the old terminus at 
Noblesville and 27 miles from the eastern terminus of the 
road at Anderson. The grading from Westfield to Lebanon, 
20 miles, is nearly completed, and tracklaying has been 
begun from Lebanon eastward towards Westfield. 


New York & Council Bluffs.—This company has been 
formed by the consolidation of several corporations organ- 
ized in the states of Ohio, Indiana, Illinois and Iowa. The 
present organization covers a road from the western line of 
Ohio to Council Bluffs, Ia., and is to be extended to cover a 
line from New York City to Council Bluffs. The line is now 
entirely upon paper, none of the consolidated companies own- 
ing any property, and from appearances is likely to remain 
upon paper for a good while to come. 


New York, Lake Erie & Western.—This company’s 
statement for August and the eleven months of the fiscal 
year from Oct. 1 to Aug. 31 is as follows, the figures includ- 
ing 68 per cent. of the gross earnings and all the working 
expenses of the leased New York, Pennsylvania & Ohio 
road : . 








— ~August. — -——-tleven months.-——\ 

1885. 1884-85. 1883-84 
Earnings .. $1,737.458 $1,861,214 $17,098,908 $19,533,060 
Expenses.. 1,233,854 1,221,038 13,089,302 15,142,379 











Net earn. $503,604 $640.17 $4,009,606 $4,290,681 

For the eleven months the gross earnings decreased 
$2,434,152, or 12.5 per cent., and the expenses $2,053,077, 
or 13.6 per cent., leaving a decrease in net earnings of $381,- 
075, or 8.7 per cent. 

The statement for the Erie lines proper is as follows, ex- 
cluding all earnings and expenses of the leased road: 
Angust. —-——. -——-Eleven months.—-— 

1884 














1885. ; 1884-85. 1883-84. 
Earnings.. .... $1,437,348 $1,534,427 $13,985,080 $15,886.238 
Expenses...... 909,390 913,193 9,775,100 13,182,965 
Net earnings. $527,958 $621,234 $4,209,980 $4,703,273 


For the eleven months the gross earnings decreased $1,901,- 
158, or 11.9 per cent., and the expenses $1,407,865, or 12.6 
per cent., leaving a decrease of $493,293, or 10.5 per cent., 
in net earnings. 

A comparison of the two statements shows that the 68 per 
cent. of the gross earnings of the New York, Pennsylvania & 
Ohio amounted for the eleven months to $3,113,828, and its 
working expenses to $3,314,202, showing a loss on the lease 
of $200,374, against a corresponding loss of $312,592 for the 
previous year. 


New York & New England.—tThe directors have is- 
sued a circular urging stockholders to subscribe to the 
$2,000,000 new preferred stock. 

‘* Your directors believe that the time has now come to set- 
tle the floating debt of your company and to resume control 
of your property. 

** This floating debt is substantially $2,000,000, and it is 
proposed to fund it by an issue of 20,000 preferred shares 
at par for cash. This debt, as well as that already funded, 
you owe as stockholders, and your property is certainly 
worth much more. 

‘* The fixed charges for the current fiscal year are about 
$1,150,000. The net earnings will be about $1,075,000. 
For the year to come the charges will be about the same. 

‘* Nearly all the car trust certificates have been exchanged 
for scaled second-mortgage bonds, and it is hoped that the 
trust may be wound up by the end of the month. The 
matter is so far settled that it need no longer be considered 
an embarrassment. 

‘** Your directors, therefore, confident of the future pros- 
perity of the road, have subscribed individually, and have 
voted unanimously to invite all stockholders to take these 
preferred shares, in the proportion of one share of preferred 
to 10 of common stock. Under the acts of the Legislatures, 
accepted by yourselves at a special meeting called for the 
purpose, these preferred shares are entitled to 7 per cent. 
cumulative dividends before any is paid on the common stock. 

‘* The subscription and payment of the entire amount will 
liquidate all your floating debts, provide for coupon interest 
falling due on Jan. 1, and insure the discharge of the receiv- 
ership and the restoration of the property to your own con- 
trol. 

‘* By vote of the board the option to take these shares is of- 
fered to stockholders of record Oct. 3, and expires Oct. 26, 
when, if all are not taken, your directors will be at liberty to 
issue the balance to holders of floating debt, or to others at 
their discretion. 

‘* All subscriptions will be considered void if an amount 
sufficient to accomplish the object proposed is not obtained. 

‘* Payment in full to be made in cash on or before Oct 31, 
at the Treasurer’s office, 244 Federal street, Boston, when 
certificates will be issued bearing dividend from Oct. 1, 1885. 

bs _ belonging to any number of shares may be as- 
signed.” 


New York, West Shore & Buffalo.—The final decree 
of foreclosure and sale was entered in the New York Supreme 
Court in Newburg, Oct. 1. The Court on that date rendered 
a long opinion on the various questions involved. The decree 
appoints Mr. Abram 8. Cassady Referee to sell the property 
of the company, and directs him to make the sale at the 
Court House in Newburg, after giving six week’s public 
notice. The purchaser will be required to pay in cash a suffi- 
cient amount to pay off the notes, certificates and other obli- 
gations of the Receivers, but will be permitted to pay the 
balance of the purchase money in bonds of the company at their 
pro rata value. The property is to be sold subject to all ex- 
isting liens for purchase money and for taxes. The minimum 
price is fixed at $22,000,000, and if no bid is received for 
that amount, the Referee is directed to adjourn the sale sub- 
ject to the further order of the Court. The sale will not take 
effect until confirmed by the Court. The decree appoints 
Geo. C. Holt, of New York, Referee to ascertain the amount 
of the Receivers’ debts and obligations and to report the same 
to the Court without delay. The decree fixes the compensation 
of the Receivers at $40,000 each and the fees of the Trustee 
at $100,000. The Receivers had asked for 214 per cent. of 
the amount of money received and disbursed by them, and 
the Trustee had asked for $250,000 as his fees and for an 
additional allowance of $100,000 for counsel. The Referee 
has announced the sale for Nov. 24 next, in Newburg. 

A hearing was had in Newburg, Oct. 3, on claims for sup- 
plies and labor furnished prior to the appointment of the 
Trustees, The Court reserved its decision on these claims. 

The particulars of the settlement with the North River 
Construction Co. are said to be that Drexel, Morgan & Co. 
agree to pay $6,000,000 in certificates, exchangeable for the 
new 4 per cent. West Shore bonds. The debt of the North River 
Construction Co. amounts to about $5,000,000, of this 
$1,000,000 secured debt has been paid, or is to be paid, in full 
in cash, and $4,000,000 secured debt will be settled at 50 cents 
on the dollar. The company owns securities of an estimated 
value of $500,000 at present prices. After settling all 
claims, paying Receivers and legal expenses and similar 
charges, it is expected that the stockholders will receive bo- 
tween 25 and 30 per cent, of the par value of their stock on 


final distribution. The amount depends somewhat upon the 
market price of the certificates, which will have to be sold to 
provide funds for the payment of the claim. 


Northern Pacific.—The gross and net earnings thus far 
in the fiscal year by months are as follows: 


-——Gross earnings.—— —Net earnings.—— 

5 1884. 885. 1884. 
eee $1,000,011 $1,022,438  $549.444 $493,393 
August.......... 971,289 1,032,602 506,708 489,997 


Total, 2 mos..$1,971,300 $2,055,040 $1,056,152. $983,390 
Land sales since July 1, 1885, 110,931 acres; amount of 
sales, including town lots, $434,120, 


Ohio & Mississippi.—This company’s statement to the 
poy a Commissioner for the year ending June 30 is 
as follows : 


Earnings ($5,764 per mile)................ecesseeee- + . $3,545,167 
I Ce ines icc ssranesscdccassvecsnns 2,570,436 
Net earnings ($1,585 per mile).................--- $974,731 
DM ciicckeatcimecin a< + dcimonteanes-seane 1,024,800 
DIRE. st) inde nne tak nieddcatnmibenensane vate amenamie $50,169 


During the year $1,485,257 were raised from the sale of 
bonds and ak assets, of which part were used in removing 
the deficiency of interest charges, and the balance, $1,385,- 
088, employed to pay rentals and taxes of the year and take 
up the floating debt. 


Ohio Valley.—Work has been begun on this road, which 
is to run from Henderson, Ky., to Jackson, Tenn. A con- 
tract has been let for building 40 miles, to be completed by 
May 1 next. 


Old Colony.—The Boston Advertiser says: *‘ The past 
summer’s business of the Old Colony has been the best in its 
history. In addition to the survey now being made between 
South Framingham and Mattapan, the company will soon 
survey a route from Northboro, on the Northern Division, to 
Worcester. The distance is only 6 or 8 miles, and the route 
believed to be entirely feasible. It is believed that all the 
double tracking that was projected in the spring will be com- 
pleted by the end of the year, and next spring the work on 
the Northern Division will be finished and a second track laid 
on the South Shore Division as far as Cohasset.” 


Passaic & New York.—Tracklaying is now in progress 
on this road, which is a short spur intended to connect 
several large manufacturing establishments in Passaic, N. J., 
with the te York, Susquehanna & Western road. The 
grading west of the Passaic River is completed and a con- 
tract has been let for the construction of a tile bridge cver 
the river. 


Pennsylvania.—On the extension of this company’s 
Schuylkill Valley line track is now laid from Reading, Pa., 
northward 1114 miles, to Leesport. On the northern end the 
track has been laid from Pottsville south to Auburn, 
10 miles. Work is progressing on both ends of the line and 
grading is nearly finished with the exception of two or 
three heavy rocky cuts between Auburn and Fort Clinton, 
and work is being pushed there both day and night, the con- 
tractors employing two relays of men. 

It is stated that orders have been given to hurry up con- 
struction on this company’s Schuylkill Valley line as much 
as possible, the object being to complete the connection with 
the Lehigh Valley road. That company’s share of the work is 
now approaching completion. 


Pennsylvania, Slatington & New England.—In 
the United States Circuit Court in Philadelphia, Oct. 2, the 
Metropolitan Trust Co. made application for the appoint- 
ment of a receiver for the property of this company. This 
proceeding is auxiliary to the suit in which a receiver has al- 
ready been appointed in New Jersey. 


Philadelphia & Reading.—The Master’s audit of the 
Receivers’ accounts for August shows a cash balance of 
$166,240 on Aug. 1; total receipts of $2,363,361; disburse- 
ments of $2,396,080, and a balance of $131,521 on Sept. 1. 
The account of the Reading Coal & Iron Co. shows a balance 
of $536 on Aug. 1: receipts of $1,379,083; disbursements of 
$1,315,802, and a balance of $63,817 Sept. 1. 

It is announced that the reorganization trustees have aban- 
doned all expectation of adopting a successful plan of adjust- 
ment. They will call a meeting to which the managers of 
the company and the trustees under the several mortgages 
will be invited, and will lay the case before them. It is said 
to be the opinion of the trustees that a foreclosure is inevita- 
ble. 

A dispatch from Philadelphia, Oct. 7, says: ‘‘ The trustees 
of the different mortgages of the Reading Railroad Co., 
which occupy a senior position in that company’s securities, 
all declare to-day that the foreclosure of the property is in- 
evitable, and the junior holders also —— ow slender 
are their opportunities for securing anything unless some- 
thing peal. om isdone. The time is rapidly approaching for 
argument upon the application of the general mortgage bond- 
holders for a foreclosure of the property, and the Court, hav- 
ing deferred action nearly a year ago because the recon- 
struction trustees were trying to devise a plan to avoid fore- 
closure, will not grant, it is stated, any further post- 
ponement. Tt is therefore urged that at the meet- 
ing uext Friday of all interests in the property, some 
amicabie agreement should be reached by which every 
holder below the general mortgage could obtain a proportion 
of the earnings instead of nothing. A _— which will be pre- 
sented at this meeting shows how the fixed charges can be re- 
du ed to $11,500, It involves a serious uction in the 
interest on junior securities. Already plans are being con- 
sidered as to what shall be done under the new management 
when foreclosure takes place. Among other things is the 
giving up of the leases of the New Jersey Central; Schuylkill 
Navigation Co. : Susquehanna Canal Co, ; Colebrookdale and 
the Pickering Valley Railroad. When this is done it is esti- 
mated that there will be saved to the Reading at least $1,- 
500,000 per year.” 


Portland & Ogdensburg.—Receiver Anderson reports 
that the gross earnings for the quarter ending March 31 were 
$72,943. The expenses were 366,327, leaving 86,616 net 
earnings. Expenditures for improvements of road, for cne 
year, itis Batch 31, were $221,991. The sum of $192,- 
078 was provided by the issue of certificates, leaving a bal- 
_— of $29,913, which was taken from the net earnings of 
the road. 


Riverside, Santa Ana & Los Angeles.—This com- 
pany has been organized to build a railroad from Los An- 
geles, Cal., to Santa Ana and Riverside. The line is in- 
tended to connect with the California Southern road. Con- 
tracts have already been let for 10 miles of grading. 


St. Louis, Hannibal & Keokuk.—The St. Louis Re- 
publican of Oct. 2 says: ‘‘In the matter of the decree of 
foreclosure of the mortgage upon the St. Louis, Hannibal & 
Keokuk Railroad, Judge Brewer yesterday rendered an 
opinion that will meet with favor on all sides. It is divided 
into five paragraphs, and directs : 

‘1. Decree to be entered forthwith. 





‘*2, Upset price to be named large enough to cover costs 





and allowances, receiver’s certificates and interest, liens, 
private bonds, amounts heretofore diverted from earnings as 
indicated below, and a margin for similar items which may 
accrue up to the date of confirmation. 

“*3. All statutory liens to be paid before the bonds, 

‘A, Equitable liens, ordered payable out of the earnings of 
the road, to be paid after the bonds. 

**5. Receiver’s account of operating expenses to be re- 
stated, and all amounts of interest on receiver's certifi- 
cates, costs and allowances in foreclosure, atid any other 
matters not properly operating expenses to be deducted and 
such sums to be applied to payment of the equitable liens 
named in the fourth paragraph. 

‘**In the afternoon the attorney for the bondholders, with 
the consent of several of the lien holders, asked that the upset 
price be fixed at $350,000, since that would cover all ex- 

nses and claims allowed, leaving about $6,000 to the bond- 

olders. Judge Treat said all that would be arranged in the 
decree and would not fix the price yesterday.” 

The amount of the bonded debt, as reported by the Master, 
is $981,000, on which there is $299,495 interest overdue. The 
receiver's certificates aud debts amount to $293,320, and there 
are claims now pending in court amounting to $20,768 
more. 


Sinnemahoning Valley.—This road is now completed 
and in operation from Keating Summit, Pa., on the Buffalo, 
New York & Philadelphia road, westward 7 miles along the 
Sinnemahoning Creek. It is built to reach a large body of 
valuable timber, and will be gradually extended as business 
requires. 

Southern Pacific.—The statement of the Southern Pa- 
cific Co. for July and the five months from March 1 to July 
31 is as follows : 











July Five months. 
ine. Abdesnoubsasebnes*éeneshs $2,486.496 $11,055,811 
Kxpenses. .. ...... Saale wate ae 1,146,443 6,357,271 

rey re $1,340,053 $5,698,540 

Add rental Mojave Division......... 36,355 181,777 
WE cos sone sadinpdesdanenodnas $1,376,408 $5,880,317 
Interest, rentals and all charges.... 1,264,050 5,539,447 
DIRS cna cosercedcodssesrsris $112,358 $340,870 


This statement includes all the lines operated, 4,585 miles 
altogether. The charges include the Central Pacific rental 
and sinking fund requirements. 

South Pennsylvania.—The Master appointed to take 
testimony in the suit to prevent the transfer of this road was 
busy last week receiving evidence in Philadelphia. A num- 
ber of persons were examined, including President Roberts of 
the Pennsylvania Railroad Co. The testimony taken was of 
considerable interest in showing the details of the negotia- 
tions, but can hardly be said to have developed anything 
new. 

The American Construction Co. recently sent notice to the 
contractors on this road, asking them what sum they would 
take for the work already done on their several contracts. 
Most of them responded, and arrangements are now bein 
made under which they will all be paid off and the wor! 
abandoned, at least poems the present contracts. It is thought 

probable that thefwork will be continued by the Pennsylvania 
ilroad Co., but different arrangements and new contracts 
will be made. 


Toledo, Peoria & Western.—The Master appointed in 
the foreclosure suit began on Oct. 7 to take testimony in New 
York in relation to the claims of holders of bonds upon the 
road, 


Union Pacific.—This company’s statement for August 
and the eight months to Aug. 31 is as follows : 


-——-—August.—--——. -—-—-Eight months.— —— 

1885. 1884. 1885. 8R4. 
Earnings. ......$2,331,135 $2,417,710 $15,860.655 $15,787,425 
Expenses ...... 1,307,181 1,172,608 10,549,255 9,941,532 





Net earnings.$1,023,954 $1,245,102 $5,311,400 $5.845,893 

For the eight months the gross earnings increased $73,230, 
or 0.5 per cent., and the expenses $607,723, or 6.1 per cent., 
leaving a decrease in net earnings of $534,493, or 9.1 per 
cent. 

President Adams explained some time ago that work usu- 
ally done in the fall was this re being done in the summer 
months, and loss of net would be observable in the returns 
for June, July and August. 

Washougal.—This company has been incorporated to 
build a railroad from a point in Clark County, Wash. Ter., 
on the Columbia, near the mouth of the Washougal River, 
up that stream to the foot of Mt. Adams in the Cascade 
Range. The distance is about 50 miles. 





Western Maryland.—Surveys are to be made at once 
for an extension of this company’s Cumberland Valley 
branch, from Shippensburg, Pa., to Carlisle, where connec- 
tion will be made with the Cumberland Valley road for 
Harrisburg. 


Wilkes-Barre & Harvey's Lake.—This company has 
been organized in Pennsylvania to build a railroad from 
Wilkes-Barre to Harvey’s Lake, a distance of about 15 miles. 
The road is intended for local traffic entirely. 


Wisconsin Central. —A contract for the construction 
of a telegraph line of this company’s new road from Schlei- 
singerville to Chicago has been let to G. E. Knight & Co., of 
Milwaukee. It is to cost about $200 a mile. 


Worcester, Nashua & Rochester.—The syndicate 
which last year purchased a large interest in this company 
has succeeded in making a complete one = the manage- 
ment, has recently purchased about 2,: shares of stock, 
which were owned by Messrs. Salisbury and Smith, of 
Worcester. This purchase, it is understood, gives the syndi- 
cate a controlling interest in the road. 

The purpose of the parties who made these recent pur- 
chases of stock is not known. It is = very positively 
that they have negotiated a lease of the road to the Old 
Colony Co., that company desiring the entrance into Wor- 
cester and the station in that city for its proposed branch to 
Worcester. On the other hand, it is reported with equal 

»sitiveness that a lease of the road is to be made to the 

oston & Albany Co., that company desiring to lease the road 
for the express purpose of keeping the Old Colony out of 
Worcester. The truth will probably be known before long, 
but at present it is impossible to find out anything with 
certainty. 








ANNUAL REPORTS. 


The following is an index to the annual reports which have 
been reviewed in previous numbers of the current volume of 
the Railroad Gazette : 
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Relt Ry., of Chicago........ .... Minneapolis & St. Louis........ ms 
Boston, Concord & Montreal.. ‘342 Missouri, Kansas & Texas . 
Boston, Hoosae T. & West.151, 560 Missouri Pacitie.; heeéeeese ets 
Boston & Lowell. ...........+00+ 22 Mobile & Girard...... ......... 
Brunswick & Western.......... lol M pent & Ww iis River...... 
uffalo, N. Y. & a ee , Chattanooga & St. L — 
‘ 
5 € 
Carolina Central.............++- a4 new Haven & Northampton... 82 
Central ToWa.. 2.0000 scoee s> N. Y., Chicago & St. Louis.151, #11 
Central poe sedeeee 128, 464 An NY. & Greenwood Lake.. 407 
Central Vermont............-++ N. Y., N. Haven & Hartford... 7 
Charlotte, Col, & Augusta.. “B84 N. Y., ; Ontario & Western....... 
CRALEIOTS... ..0.0..000 cece coveces 448 N. Y.. Pennsylv ania & Ohio... 
Chesapeake & Obio. j N.  § Providence & Boston. . 
Chesa‘ _ Ohio &S N. Y. Railroad Commission.. 
Ches a N. Y.. Susquehanna & Wes’ rn..35 
Cc nicago & Alton 3 N 


Y.., West Shore & Buffalg. ii 
Norfolk & Western. ‘ 6, 3 
Northeastern (South asian. ae 


Chi. ‘Serieston & 
Chi., Milwaukee & 
Chi. ’& Northwestern ms Northern Central...... . 
Chi., Rock Island & Pac. ..324, 432 Northern (New Hampshi 
Chi., St. Louis & Pittsburgh RY i Northern Pacific 








Chic. & Western Indiana....... 31 Northwestern Ohio.. ... 56 
Chi. & West Michigan...... ..592 Ogdensburg & L. Champlain. 47! 
Cin., Hamilton & Dayton. ..... 407 Pacific Mail Steamship Co..... 343 
Cin ‘& Muskingum Rs. tac, EMMOE can. snase) cave a 
Cin., N. Orleans & Tex. ‘acific. 1! 3 Pennsylvania Company eeaee 7 


Cin. * Ric hmond & Fi. Wayne..640 Pennsy lvania & New Yerk.. a0 

























Cleve., Col. Cin. & Ind......... 213 Pennsylvania Railroad......... 15¢ 
Cleve., ’ Lorala & apace B42 Peoria, — Evaus 21 
Cleve. & Pitts urgh.. eS 2 aerate .183 
Columbia & Greenville eau. Koh 406 Philadelp sia & meating... 7,53 
eo 324 Phila., Wil & Bult more. 19s 
Conn. & Pessumpsie wave ers ...£92 Pitts & Castle Shannon. ....... 128 
Connotton Valley.. seesee 71 Pitts., Cineinnati = St. | Re 448 
Cumberland Vailey*........: i Pitts., F & 342, 480, 576 
Del. & Hudson Canal Co...101, * Pittsburch & Tone ‘erie iaiennn aes 37 
Del., Lacka. & Western........ 134 Pitts., Wheeling & Ky....... ... 418 
Denver & Rio Gande.. ......432 Portland & Rochester 

Detroit, Lansing & No.......... 608 Portland & Ogdensburg.. iB 
Eastern R. R. Association..... 273 Richmond & y 4 
East St. L. & Carondelet 5 ich. & West 263 
Eliz, Lex & Big Sandy Rochester & Pittsburgh........ 71 
Erie & & Pittsburgh bavsrenesaneet 5 Rome, Wat. & Ogdensburg . 7 
ee eee ER ae ae "479 


Flint & ee Marquette.... 
Fort Worth & Denver City 
Galveston, Houston & Hen. 
Georgia Pacific.... 
veorgia Railroad 


St. L., Alton & Terre Haute. 

St. L.) Irom Mountain & So. 
St. L '& San Francisco. . 

vi St. L., Vandalia & Terre H 

St. Paul &Duluth.. 

St. Paul, Minn. & ae . 





Grand Rapids & Ind 
Grand Trunk........ -. Savannah, Florid: 
Green Bay, Winona & St. Seaboard & Roanoke.. 


Guif, Colorado & Santa Fe | .391 
Han. June., Han. & Gettysb’g. ™ Sout 








Hartford & Conn., Western..... Southern Pacific (Cal ).. 
BIOUGRGOMIC..... 2 5.ccccicns secs. cee “107 Terre Haute & Indianapolis b 
Huntingdon & Broad Top io 101 Terre Haute & Logansport..... 198 
{tlinois Central.... ......... , 1384 Texas & na — SSAA 00247 
Indianapolis = Vv ee ..576 Texas & Pacific ........ 187, 527 
International & Gt. Northern...528 Toledo, ‘san  ~ e & N. Mich.204 
CER SS aes RS era 640 
Jeff., pg age ye ee 576 Troy & Greenfield.............. 
Kan. City, Ft. eG Pee Ba ee reas a 
Kan. chy, Spring & Memphis, .H Oe 25 
Kentucky Centra Utica & Black River............. 128 
ees Shore & Mich. ‘so. 204, 310 Vicksburg & Meridian .. 1 
EAROMED 2. codaccevccncss 213, 576 Virginia Midland 27 
Lehigh Coal : Navigation Co..128 Western North Carolina....... 247 
Lehigh Valley......... .. «. 52, = Wilmington & Northern....... 479 
Little Miami> pbadeccscenencosnsses Wisconsin Central........ 0-0  h32 
Little Rock & Fort Smith. a Worce: ster, Nashua & eeees Re. 7 
ee eee ae York & Peachbottom.. 20 810 





Louisiana & Mo. River .. .....5 
Chicago & & Atlantic. 


This company owns a line from . Mari ion, O., to Hammond, 

Ind., 249 miles, and leases the use of the C hicago & Western 
Indiana from Hammond to Caicago, 19 miles, making 268 
miles worked. It was built to give the Erie road a line to 
Chicago, but its relations to that road have not been alto- 
gether friendly of late. 

The following statements are fromthe report made to the 
— Railroad Commissioner for the year ending June 30 
ast. 

The balance sheet, condensed, is as follows : 











SS aca vadh Circe cae wate Gabasveceen 5s “ca840) sents $9,428,500 

IED oDice) ube can bey dass in kde das cpeneacdus 7,345, 7000 

RRS Co ccisccdiinss Gkde sine beer aaneevisd. * 27,860 

NOOR CROCOUNN. ONG: i. 2sicccense cs tees veces sce oes 2,558,300 

is.» 5 eat eats chthein bak icaamens ce vaca z . $19,359,660 
Road and > eon ee ce = $17.65.927 
Stocks owned.. ne ese A ee ee 167,500 
ee cere Kis 15 045 
oS ee 471,220 


Accounts, cash, etc ...........-.. 
Debit balance.... ....... .. 








19,359,660 

The funded debt consists of $6,500,000 first 6s and $845,- 

000 second 6s. The amount of second-mortgage bonds 

authorized is $2,500,000, and most of the unissued bonds are 
said to be pledged for loans. 


The traftic for the year was as follows : 





™ rough. Local Total. 
Passengers carried........ 790 145,160 210.950 
Tons freight. . x. 673 5,513 224.696 900,209 


Nearly all the business i is a throu: gh, the local traffic being 
comparatively small. 
The earnings for the year were : 
1884-85. 1¢83 84. Ive. or Dec. P.c. 
Te $1.346,677 ag tte D. $101,036 7.0 








Expenses.............. 1,098,560 1,368,817 D. 270,257 19.7 
Net earnings.. ..... $248, 117 $78, 896 I ; 214.5 
Gross earn. per mile.. 5,025 5,402 Dz. 7.0 
Net 926 294 I. 532 214.5 
Per cent. of expenses. 81.6 94.5 D. moO .... 
The road was opened for business in June, 1883. The re- 
sult of the year was as follows 
Net earnivgs as wreath idee ated (aaindnl aks bbsce es eC Da 
Rentals paid.. Ge Waa: Wate vss a dewes sae. ees KOes 170,75 
PN 5 Saati hace Sates ads arcatncaptanesariemenras ~ $77,366 


The interest | on ‘the. ‘bonds for the year amounted to 
#440,700, showing a total deficit of $363,334 for the year. 


Cincinnati, Indianapolis, | St. Louis & Chicago. 


This company owns a line from Cincinnati through Indiana- 
polis to LaFayette, Ind., 174.9 : the Lawrenceburg Branch, 
2.6 ; the Cincinnati, LaFa ette & Chicago, LaFay: tte to 
Kankakee, Ill., 75.5'; the Harrison Branch, 7.4: th; Fair- 
land, Franklin & Martinsville, 38.2; the Vernon, Greens- 
burg & Rushville, 44.4; a total of 343 miles. The report is 
for the year ending June 30 last. 

The company also owns one-half interest in the Kankakee 
& Seneca, 42.3 miles, and controls the Columbus, Hope & 
Se 24.5 miles. Those roads are not included in the 

rt below. 
he ——* includes 77 locomotives ; 53 passenger, 3 
parlor, 6 chair, 8 postal and 16 baggage cars ; 1,919 box. 





199 stock, 140 coal, 740 flat and 38 caboose cars ; 1 direc- 
tors’ car, 1 pay car ‘and 17 road or service cars. 
Bo general account, condensed, is as follows: 
baa MLGNceetRem sauce cogeeecae avcitess weocaciee hap 7,000,000 
Prosded OOS CA Rs Sc a ae a ES 7.445,500 
ME IID Gs oc cen cccewe cise c Se ccttvc cake 284,374 
_ Profit and Joss....... Ra we Nada ba vis Sae~ ea qed scenepie’ --+. 1,024,139 
Ee ey ee eee a $15,7 54, 013 
Road and equipment...... ...  ....... $13.023,023 
Securities and cther property heneenaee 2:168,25 
Advances to branch lines 
MN iss Arad s dh Onin nh cig sales shah 
Accounts and balances........ 
15,754.013 


oo | decreased $9,000. 
4g 





| $1,329,000 seconds and $33,500 funded coupons; $2 



















| Stock was not changed during the year. 


It consists of $1,599,000 Indianapolis & | 
$499,000 Cincinnati’ & Indiana firsts, 
790,000 
$1,195,000 gen- 


| Cincinnati 7s: 


Indianapolis, Cincinnati & LaFayette 7s: 
eral mortgage 6s. 

The securities of branch lines, bought at a nominal price, 
have been put into the account at their approximate value. 
The difference between the par value of stock and. .the price 


| at which it has been sold has been charged to construction. 


The company has sold $100,000 Union Depot preferred 
stock and $150,000 Cincinnati, LaFayette & Chicago second 
mortgage bonds, under an agreement giving it the option of 
buying them back at par. The floating debt has been entirely 
paid off, and there is now no floating debt except the ordinary 
current accounts, and their amount is less than the current 
assets. 

The traffic for the year was as follows : 


1884-85. 1883-84. Inc. or Dee. P.c 
Train miles: 
Passenger $54,167 880,084 D. 25,918 29 
Freight ts 30," 265 ? 732,069 1 198,196 27.0 


Service 133,416 T. 40.186 30.2 





Total.... 1,9: 1,745,570 I 212,414 12.1 
Pass car miles... 4,628,318 4,227,217 D oad 47 
Freight car miles ‘21,663,635 17,3884.608 I 4,279,027 24.6 
Pass. carried 964,888 915.721 I 49, 167 5.6 
Pass -miles . 35.74 4.758 35 808.500 D 63,742 0.2 
Tons frt. carr ied. 1,44? 663 1,237,617 1. 205,046 16.6 
Ton-miles........ 174,608,509 139.926.623. I 34,671,967 24.8 

Av. train load : 
Passengers, No. 41.8 41.0 I. 0.8 419 
Freight, tons... . 187.7 191.0 D. 33 618 

Av. rate: 

Per pass -mile. .. 2.22 ets. 2.32 ects. D. > 1l0cts. 4.3 
Per ton-mile.... ).89 TE i 0.20 “ 18.4 


The average passenger journey was 37.05 miles; the aver- 
age freight haul 121.03° miles. Through passenger trains 
cae $1.31: commutation, $0.58; branch trains, $0.51, 
and freight trains $1.84 per mile run. 

Renewals included 19.45 miles of new 67-pound steel rails 
and 134,436 new ties. Three bridges were also entirely 








rebuilt. 
The earnings for the year were: 
1884- 85. 1883-84. “. or Dee. Pe. 
Freight .... S 29 $1.439, 548 $103,581 7.2 
Passengers 833,066 D. 37,513 45 
Mail, etc.... 141,686 I. 14,426 10.1 
Total.. esas. $2,494,794 $2,414 2 414. 300 1. $80,494 3.3 
Expenses........ 1,660,180 399 I. 64,781 4.1 
Net earnings $834,614 $818,901 901 I, $15,713 1.9 
Gross earn. per m 7,274 7.039 :. 235 3.3 
Net - 2,433 2,387 I 46 1.9 
Per cent. of exps. 66.5 66.1 I 0.4 we 


Expenses include taxes, which were $57,342 last year, and 
$53,800 in the previous year. 
The profit and loss account is as follows : 














Wet CAPAINGS, AS BDOVE..... csccessce 0 cecctsccccsceses $834,614 
Tuterest, etc., received........... 101,065 
EAS csc cne <a, cocencave cess ere $935,679 
PRG roc o Lacs a cek sana tanecenas eaninaonte $624,482 
MN: GOO 6 vcwene kas ecanconeas are 29,046 
Surplus for the year............ hai taal Kallas $282,151 
Balance from previous VeAP. ........--..2csssecossseee 625,348 
Credited from valuation of securities........... ...... 839,840 
Ind. Union Ry., proprietary account.............:..... 95,029 
- 0 Sere Sods oaks $1,842,368 
Discount on sale of stock in 1882-83 ........ $700,341 
Improvement account ae Liceiiis 117,888 
————— §16,299 
PR SG I IN oasis sink sae Soe ekanes 650 $1,024,139 


The report says: ‘* The profit and loss account shows a 
credit of over $1,000,000, which is the amount the company 
in the last five years has expended in increasing its plant 
from net earn'ngs, or over 14 per cent. on the stock. ., 

* The report of our Ticket and Freight Accountant, w hich 
is annexed, shows a reduction of over 18 per cent. in the 
average rate per ton per mile on all freight carried, as com- 
pared with the previous year. This is due to no fault of the 
management or to causes over which it had any control, but 
to the : apparently insane attempt of the trunk railways of the 
country to destroy themselves. 

‘*The history of this war—its cause and progress are too 
well known to need repetition here. By friendly cc-opera- 
tion with our immediate connections and competitors, the loss 
has been confined to as small a portion of our business as 
possible, and fair rates obtained on much of our traffic. It 
is very difficult, however, to maintain about the same rates 
on grain from Chicago to Cincinnati as are daily made from 
Cc hicago to New York—more than three times the distance. 

‘In April last the rates to the seaboard were reduced so 
low that your management decided to withdraw from that 
class of business until the revenue should at least compensate 
for the expense. The net results since have more than justi- 
fied this radical move, and have further shown that it is pos- 
sible for this company to live and pay something to its own- 
ers and give up all seaboard traffic. The danger of such a 
course is that our shippers will be taken from us and get ac- 
customed to other lines. It was thought better to take this 
risk than waste our property by staying in the market at the 
rates that were current then, and have been since. Exhaus- 
tion, if nothing else, will bring a settlement in time, and then 
a large increase in our revenue may be looked for. 

‘* That your property has earned so much under the disas- 
trous condition of affairs for the year is a matter of con- 
gratulation, and assures good returns upon your investment 
when railway business resumes its normal condition.” 


Florida Railway & Navigation Co. 





This company owns lines from Jacksonville, Fla., to Chatta- 
hoochie, 209 miles : Fernandina, Fla., to Wildwood, 179; 
Waldo to Cedar Keys, 72, and several shorter branches, 69 
miles, making a total of 529 miles at the close of the year 
1884. Several branches and extensions are in progress. 
The average mileage for the year was 500 miles. 

The company was formed early in 1884 by the consolida- 
tion of the Florida Central & Western, the Florida Transit & 
Peninsula and the Leesburg & Indian River companies. 
The report is for 1884, the first year of the consolidated 
company. 

The equipment consists of 37 locomotives ; 
and 15 baggage and mail cars ; 245 box, 5 
and 11 caboose cars. 

The stock and bonds are as follows : 
Common stock ......... 


33 passenger 
stock, 285 flat 


$6,617.000 


Preferred stock... PO ee ee eT eee 6,617,000 
co... cncaaion 4p sawn cemnenhewe webensaa, ne 
On Me OR GONG 5 os stv sind a ledcxdd cies r $21, 378, 000 


The funded debt consists of $2,808, 000 Florida Central & 
Western 5s; $1,000,000 Florida Transit 6s; $250,000 Penin- 
sula 7s; $380,000 Fernandina & Jacksonville 6s, and 





$3,706,000 first consolidated 6s. A further issue of $4,438,- 


The funded debt | 





000 consolidated bonds is held in trust to provide for the 
divisional bonds as they mature. 
The earnings for the year were : 





EN aa oGch vane) sucecossaph Gest cosendeasabvgetns $550,847 
Ty eet 335,298 
ET RRA os chow ae yekee hse thled os GGtul bikstcdd apeegnehe.cen 115,445 
RIND) 65 «i555. en 0:0:0%) Sevewcei Seen $1,001,590 
Expenses (61.5 per cent.) ....... -.....2..:- 616 392 
Net earniogs ($779 per mile) SAS Ser eRe rey 4 
BBUOKOSE PONE ON BOWGS... oo. oc ces. catcasecccesee ees as 34 
Balance, surplus.. a Fiok haniae robe ame tole beste Bal, 298 


This surplus was e xpended | in , additions to property and 
improvements of road and equipment. 

Passenger trains ran 224,590 and freight 506,276 miles, a 
total of 730.866 miles. The trains carried 194,651 passen- 
gers 9,908,465 miles and 283,864 tons of freight 22,337,196 
miles, The average train load was 44.6 passengers, zor] 44.5 
tons of freight. 





Hannibal | & St St. Joseph. 


This company owns a line "from Hannibal, Mo., to St. 
Joseph, 206 miles, with 87 miles of branches, making 293 
miles in all. The report is for the year 1884, 

The road is controlled by the Chicago, Burlington & Quincy 
Co., which holds a majority of the stock. 

The equipment consists of 73 locomotives; 35 passenger 
and 14 baggage and mail cars; 1,089 box, 172 stock. 482 
flat and coal, and 34 caboose cars: 14 service cars. 

The general account, condensed, is as follows : 











SII 7, ca. 82.55.40 ae aust aoiceleaniekee weiis sulle $9,168,700 
“ premerred. ....... 5,083,024 
Funded debt.... ...... 8,633,000 
Acc*unts and balances 376.938 
Profit and loss. . ‘ 1.340,250 
Total.. RueRanee cole mba eis eget a as ee $24.601,912 
Road and equipment. Sisik eloate nas a heme Res "$20.5 556,443 
Other property ...... ....... S Baseoes 2,834,142 
Materials... .... 141,803 
Accounts and balances... pace 391.865 
ME ToRSGS ccdkas acalce cine boa eeeeseeuiaw ed 677,€59 
——-- 24,601,912 


The funded debt consisted of $433,000 Quincy & Palmyra 
8s; $1,152,000 Kansas City & Cameron 10s; $3,707,500 
convertible 7s and $3,000,000 consolidated 6s. Since the 
close of the year the convertible bonds have matured and 
been paid off, being replaced by consolidated 5s. 

The traffic for the year was as follows : 


Ine. or Dec. 


1884. 1883. P.c. 
Pass, train miles. . 465.634 432,572 1. 33,062 7.6 
Freight train miles. 1,160,475 1,C96,980 I. 63:495 5.8 
Passengers carried. 393,943 387.548 I. 6,395 1.6 
Passenger-miles..... 22,849.299 21,866,074 I. 983.225 4.5 
Tons freight carried. 814,114 799,943 I 14,171 1.8 
Ton-miles......... ..144,474.516 138,592,737 I. 5,881,779 42 
Av. train load: 
Passengers, No... 49.1 50.5 D. 14 2.8 
Freight, tons... 124.5 126.3 D. LS 14 
Av. rate; 
Per pass.-mile.... .. 2.75 ets. 2.92cts. D. O17 ct. 5.9 
Per ton-mile.... 2." * + ee 3 002" 1.8 


There was an increased haul on freight, indicating a pro- 
portionately greater increase in through than in local traffic. 








The earnings a boos year were : 
1883. Inc. or Dec. AEF 
Freight..... ‘ak $1. 650. 130 $1,562,668 I. $96,462 62 
Passengers. ... , 638,787 D. 9,436 0.1 
Sc a8t-ossren 344,446 si 87,909 25.6 
Total.......... $2,720,836 $2,545,901 1. $174,935 6.9 
Expenses. ..... 1,721,985 1,523.102 I. 198,833 13.0 
Net earnings. $998,901 $1,022, 709 D. $23,898 2.3 


Gross earn. p. m 9,278 8.6 Z 591 6.9 
Net = = 3,406 3, 491 D. 85 2.3 
P.c. of exps.. 63.3 69.8 I. 3.5 . 


Miscellaneous receipts were $16,437 and Land Department 
revenue $135,516, making the total net income $1,150,854. 
Payments for interest were $572,860 and for additions to 

roperty $132,826, making a total of $705,686 and leaving a 
balance of $445,168 as surplus f for the year. 


Kansas City, St. Joseph & Council Bluffs. 





This company owns a line from Kansas City, Mo., to Coun- 
cil Bluffs, Ia., 198 miles, with 121 miles of branches, a total 
of 319 miles. The report is for the year 1884. 

Thee company is controlled by the Chicago, Burlington & 
Quincy Co., which owns all the stock. 

The equipment consists of 41 locomotives; 21 passenger and 
11 baggage and mail cars; 771 box, 22 stock, 122 coal, 42 
flat and 19 caboose cars; 4 service cars. 

The general account is as follows, condensed : 











0 ee seiko sdrmbajweSepieeee |< ieiere, ia ane: 
in Coho s e ene a ees caine a5n Bab ae aes 5,735,175 
Accounts and balances.... ........ .... ai aa eee 458,801 
Income account......... 5090 been Sum bnerh ineecuaawe 1,360,158 
PC Peusichbe Sava tr eiek hkpacseeehinee esenennien $13,331,794 
Road and’ equipment............. .25 eens $12,410,818 
Other property.......:.....- 291,195 
Materials...... cpa Miswsvesswierrs 115,070 
Accounts receivable. 5 ihiam, Use Maaiwa's whtaihe 180.910 
iba ea exébakuwstandnen One chia ae oAbes 333,801 
13,331,794 
The funded debt includes #1,175 old bonds, &734,000 


branch 7s and $5,000,000 consolidated first-mortgage 7s. 
The traffic for the year was as follows : 


1883. ~ orDec. P.c. 





Pass. train- miles.. 506,019 46,633 9.2 

Freight ‘ . 595,774 i 43,711 7.3 

Passengers carried.. 390,784 1 28,651 7.3 

Passenger-miles.... .. 18,893,202 I. 402,353 2.1 

Tons freight carried... 894,426 D. 13,082 1.5 

ENGR c ce scwee cys 81,236,625 78.392,212 TI. 2,844,413 3.6 
Av, train load: 

Passengers, No... 34.9 37.3 D. 2.4 6.5 

Freight, tons. ....... 127.0 131.6 4.6 35 
Av. rate: 

Per pass.-miles 2.92cts. I. 0.10ct. 3.4 


3.02 cts 
Per ton-mile .......... 1.44 “ 14t* wb. 6.27“ 2.8 

The most notable point is the large reduction in the aver- 
age freight rate. The figures indicate an increase in through 
traffic and a very low through rate. 

The earnings for the year were : 




















1884. 1883. Inc. or Dec. P.c. 
IR «as ancasaitess $1,175,477 $1.425. 585 SN a 30, 108 17.5 
eres 584,252 551,825 32,427 5.8 
Other. .. 148,003 153, 531 D. "51528 3.6 
WR ecchaxkerses ..$1,907,732 $2,130,941 D. $223,209 10.5 
rr ee 1,264,424 1,264,596 D. |. ee 
Net earnings.......- $643,308  %866,345 D. . $224 23, 037 25.8 
Gross earn. per = 5,980 6,680 D. 10.5 
Net : 2,017 2,716 D. 699 _— 
Per cent. of exps..... 66.3 "59.3 I. 7.0 


Miscellaneous rezeipts were $9,614, making the total in- 
come $652,922. Interest paid was $401, 993, leaving a bal- 
ance of $250,099 as surplus for the year, 


eee 


Sires 





